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Nationalisation of French Railways ? 
VER since M. Blum’s Government took office in France 
it was obvious that the political leanings of several 
of his supporters would require changes sooner or later 
in the organisation of the French main-line railways. 
Until now, however, little indication has been given of 
the direction which such change would take, and recent 
legislation has tended to affect the expenditure (e.g. work- 
ing hours and conditions) rather than ownership or 
management. On Monday last M. Blum, who now 
occupies the office of Deputy Premier in the Chautemps 
Cabinet, announced at the Socialist Party Congress at 
Marseilles that the Government had decided to combine 
all the French railway companies into one concern of 
which the State would control the administration. It is 
stated that the Decree will be issued before the end of 
August, and that a single railway company will be formed 
with the State holding a majority of the share capital. 
From the purely railway viewpoint it is difficult to see 
what advantages can be expected from this change, as 
the main-line railway administrations in France are 
already non-competitive, and the lines are, in effect, State 
freehold with the operating companies owning the track 
and equipment, and being subject to concessions due to 
expire between, 1950 and 1960. Two of the six large 
systems (the Etat and the Alsace-Lorraine) are already 
under State ownership but have (at any rate nominally) 
autonomous managements. Further details of the new 
proposals are necessary before it is possible to form any 
accurate opinion of the nature of the proposed change. 
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A Memory of Stroudley 


There is a legend of William Stroudley that, if he found 
any dirt on his finger after running it over the surface 
of one of his yellow Brighton locomotives, someone would 
get the rough edge of his tongue. Alas for those days 
now! But the tale came back to our memory the other 
day on a trip up the little rack railway from the French 
mountain resort of Chamonix Mont Blanc to Montenvers, 
rising some 2,500 ft. in 3 miles. Although everything 
Cates from the opening of the line 30 years ago, the 
condition of the eight steam locomotives and the bright 
red passenger coaches is so near perfection as to give 
pause to the restless stirrings of poor Stroudley’s spirit. 
The raiiway, it is true, works for only the four summer 
months of the year, but the orderly and useful little 
workshops at Chamonix keep everything in good condition 
meanwhile and, when summer comes, the trains appear 
again as if new. It is appropriate that the engines are 
Swiss-built, for Swiss locomotives, steam as well as elec- 
tric, even today are kept clean. 

* * * * 


The Week’s Traffics 
The combined increase in the traffics of the four group 
railways for the past week is £121,000, comparing with 
£217,000 in the previous week, and is made up of 
£61,000 from passenger train receipts, £39,500 from 
merchandise, and £20,500 from coal. For the 27 weeks 
of the year to date the gross earnings are £81,622,000, 
an increase of £3,666,000, or 4:70 per cent. The res- 
pective contributions to this total are:—Passenger train 
traffic £34,582,000, an increase of £1,487,000; merchan- 
dise £29,330,500, a net increase of £944,000; and coal 
£17,709,500, a net increase of £1,235,000. On the 
passenger side the L.M.S.R. has an aggregate of 
£12,762,000, with an increase of £498,000, and the corre- 
sponding figure for the Southern is £8,154,000, with an 

increase of £434,000. 
27th Week 





Year to date 
et 


, —_ 
Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dee. 


§ £ 
L.M.S.R. + 23,000 + 22,000 + 4,000 + 49,000 +1,3 
L.N.E.R. ; + 22,000 + 8,000 + 5,000+ 35,000 +1,222,000 + 5-31 
G.W.R. wi — 1,000 + 9,000 + 15,000 + 23,000 + 693,000 + 5-34 
S.R. .. , + 17,000 + 500 — 3,500 + 14,000 + 373,000 + 3-64 


London Transport receipts for the past week show a de- 
crease of £200, but in the aggregate for the new financial 
year there is an increase of £5,800. 

* * * * 


Rail and Air to the Isle of Wight 

Passengers for the Isle of Wight who feel that the 
accelerated journey to Portsmouth in the new Southern 
Railway electric trains deserves a swifter finale than a 
steamer crossing, can now join a Portsmouth—Ryde air 
service that lands them on the island in less than two 
hours from London. The operator of this route, which 
by means of half-hourly departures for nearly twelve 
hours of the day connects virtually with all trains, is the 
Portsmouth, Southsea, & Isle of Wight Aviation—an early 
arrival in the air ferry field. Machines leave Portsmouth 
Airport to a systematic timetable, at 20 min. and 40 min. 
past the hour, the latter time being 20 min. after the 
arrival at Portsmouth & Southsea station of the hourly 
expresses; road transport makes this smart connection, 
and the time from Waterloo to Ryde is only 1 hr. 58 min. 
(of which 8 min. are in the air). At Ryde, Southern 
Vectis bus services may be joined for Ryde, Newport, 
Shanklin, Sandown, and Ventnor. A further convenience 
of the air service, apart from its unusual frequency, is 
the fact that on the outward journey passengers need not 
book in adyance, Reservation is necessary, however, 
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by London-bound passengers wishing to connect with a 
specified train at Portsmouth. 


* *” * * 


Overseas Railway Traffics 

It is now possible to show complete traffic estimates of 
Argentine railways for the financial year, which ended on 
June 30 last. Gross earnings of the Buenos Ayres & Pacific 
for the year may be taken at £5,056,681, an increase of 
£660,652, or 15.03 per cent. For the Buenos Ayres Great 
Southern the estimated total is £7,731,160, an increase of 
£1,011,432, or 16.54 per cent. The Buenos Ayres Western 
has earned £2,616,952, an increase of £250,836, or 10.60 
per cent., and on the Cordoba Central the gross figure for 
the year is £1,693,420, an advance of £217,210, or 14-71 
per cent. The largest total is that of the Central Argentine, 
with gross traffic receipts of £8,035,998, an increase of 
£1,885,707, or as much as 30.66 per cent. in comparison 
with the previous year. 

No.of Weekly Inc. or Aggregate Inc. or 


Week Traffics Decrease Traffic Decrease 
£ £ £ £ 
Buenos Ayres & Pacific 2nd 83,747 + 11,920 117,556 + 2,700 
Buenos Ayres Great Southern 2nd 108,499 4 3,230 159,615 — 8,571 
Buenos Ayres Western 2nd 43,176 4 5,003 59,118 4 1,437 
Central Argentine 2nd 158,396 + 29,014 220,902 + 31,822 
Canadian Pacific ; .. 27th 527,400 — 18,800 13,885,400 + 930,400 
Bombay, Baroda & Central India 13th 237,750 + 29,700 2,491,725 177,075 


It should be noted that the aggregate traffics of Argentine 
railways are for ten days of the current financial year, 
against eleven days of the previous year. 
* * * * 

Souvenirs de Voyage 

It is now estimated that the four main-line railway 
companies in this country lose between 300,900 and 400,000 
towels a year, following the announcement (see THE RalIL- 
way GAZETTE of July 9) that the Southern Railway’s 
share in the annual loss amounts to 40,000. Some years 
ago the experiment of chaining the towels was tried, 
but owing no doubt to the damage done by the efforts 
of frenzied passengers consumed with desire to secure these 
valued trophies, the habit was not extended. The depre- 
dations are not confined to towels alone, for spoons, elec- 
tric light bulbs, window straps, and all bright things 
such as screws, nuts, bolts, door knobs, and coat hooks 
are greedily sought after by the human magpie or homo 
kleptomaniens. Among the elementary sports delighted 
in by this strange species are ‘“‘ whipping up the cruet”’ 
and ‘‘ hypothecating the hassock.’’ The numbers of 
hassocks indeed which have been popped into suitcases 
and spirited away would prove a useful (if improper) 
legacy for any church. Doubtless the flushed and happy 
‘““owner’’ of a cake of soap bearing the legend 
‘“G.W.R. ”’ performs his ablutions with added zest aided 
by his much coveted prize, while he who with becoming 
modesty can indicate as his piéce de resistance a plated 
teapot bearing the family initials ‘‘ L.M.S.’’ has as his 
due that boundless admiration and hero worship usually 
reserved exclusively for those who can grow vegetable 
marrows of stupendous size. 


ok * * * 
Awkward Freights on the G.W.R. 


An unusual number of exceptional loads, requiring 
special trains, wagons, paths, and staffs to superintend their 
journeys, were carried last week-end by the G.W.R. These 
loads included four 65-ton castings from Newport Docks 
to Ebbw Vale; two diesel railcars from Handsworth to 
Newport Docks (for shipment to the Central Argentine 
Railway); four coaches from Gloucester to Lillie Bridge 
(for the L.P.T.B.); and three portal frames on nine croco- 
dile wagons from Chepstow to Kidlington. The last men- 
tioned load was for a steel bridge carrying the Oxford to 
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Banbury road over the G.W.R. The girders were of an 
unusually awkward bow-shape, each weighing 16 tons, 
being 89 ft. long and 12 ft. 5 in. in height and when loaded 
afforded very little gauge clearance. In addition, the 
G.W.R. carried the following outsizes in railway freights: 
Machinery from West Drayton to Motherwell, including a 
33-ton casting, one 26-ton wheel, and one pinion and shaft 
weighing 20 tons; four 12-ton boilers 10 ft. 3 in. in 
diameter from Oldbury to Holywell, two 45-ton girders 
80 ft. in length from Middlesbrough to Ebbw Vale, a 31-ton 
boiler 10 ft. 7} in. in diameter from Oldbury to Wednes- 
bury, four 10-ton girders 88 ft. 9} in. long from Horsehay 
to Aberavon, two 14}-ton girders 87 ft. 9 in. long froin 
Horsehay to Ebbw Vale—-probably a record of awkward- 
ness for one week-end. 


* * * * 


N.C.C. Acceleration Energy 


Still further accelerations on the lines of the Northern 
Counties Committee of Ireland call attention to the 
remarkable energy with which the train services of this 
system have been transformed in the brief period that has 
elapsed since the opening of the Greenisland loop line in 
1934. From June 1 the best time between Portrush and 
Belfast, made by the North Atlantic Express, has been 
brought down to 74 min. for the 654 miles, including a 
remarkable booking of 32 min. for the 31 miles from 
Ballymena to Belfast, which with its start-to-stop average 
of 58:1 m.p.h.—including the 11-mile climb from Antrim 
to Kingsbog—now ranks as the fastest in Ireland. In 
general, the N.C.C. reductions in journey time very far 
exceed those which were made possible merely by the 
abolition of the stop and reversal at Greenisland when 
the cut-off was opened. The average journey time between 
Belfast and Portrush has been reduced from 149 min. to 
98 min.—that is, by 51 min.—and between Belfast and 
Londonderry from 3 hr. 11 min. to 2 hr. 26 min.—a cut 
of ?-hr.—while it is remarkable to reflect that up till the 
time of the war, except on Saturdays the best daily Belfas:- 
Portrush time was one of 2 hr. 10 min., as compared with 
the present 1 hr. 14 min.; similarly the best Belfast- 
Londonderry time of that year has now been reduced from 
2 hr. 50 min. to 2 hr. 11 min. Indeed, it was not until 
these accelerations had taken place, and the North Atlantic 
Express had been introduced, that Portrush became a 
possible place of residence for the Belfast business mar 

* * * * 
‘* Railcar Following ”’ 

On the Swedish State Railways it is now the practice 
to allow railcars to follow steam express trains at sight, 
without separate block working and at a nominal mini- 
mum distance apart of 300 m. This is to enable the rail 
cars to set down and take up passengers at intermediate 
stations where the expresses do not stop, and yet connect 
with the latter at their principal stopping places. For 
instance, express No. 94 leaves Jérn at 6.39 a.m. and 
arrives at Boden at 8.56, while a railcar, leaving two 
minutes later, catches up the express at Boden (where 
it arrives at 9.11), though stopping at all intermediate 
stations. Railcars on this system usually stop not only 
at stations, but also at level crossings and other inter- 
mediate halts, and are allowed to run at speeds up to 
50 m.p.h. They cover considerable distances during a 
day, one, for instance, completing 158 miles in 5 hr. 
26 min., with 45 regular intermediate stops. Such a 
practice has often been discussed, and we recall a 
proposal of the French Midi some years ago to run such 
cars as a regular feature. So far as we know, however, 
Sweden is the first country to adopt what must be a 
most convenient and attractive service for the public. 
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Long Welded Rails on the Southern 

One of the most important subjects discussed at the 
recent International Railway Congress at Paris was that 
of long welded rails. Three reports were drawn up for 
presentation to the delegates, one of them by Mr. George 
Ellson, Chief Engineer of the Southern Railway. It is 
therefore appropriate that the first use of long welded 
rails in tunnel in this country should occur under Mr. 
Ellson’s control on the Southern Railway. On pages 
115-117 we describe the operations involved in re-railing 
both roads through the Merstham Quarry tunnel on the 
electrified Brighton main line, which carries a very in- 
tensive service of fast and heavy trains. It will be 
observed that Mr. Ellson decided not to use rails longer 
than 180 ft., t.e., three standard 60-ft. rails welded into 
one length. During the discussion on this subject at 
Paris it transpired that German experience with con- 
tinuously welded rails throughout a long tunnel indicated 
the advisability for practical maintenance purposes of 
limiting the lengths to 60 metres, and that length has 
now been adopted as the maximum for future use on the 
German State Railway. The main difficulty, of course, 
with very long welded rails is that of dealing with possible 
defects that may develop in service. With rails of no 
ereater length than about 180 ft. the problem becomes 
much simpler. An interesting feature of the Quarry 
tunnel re-railing is the use of steel instead of wooden 
keys. | Experience has shown that steel keys minimise 
creep, an important matter with long rails. 

* * * * 

Limiting the Effect of Lock-and-Block Failures 

Whenever lock-and-block working is discussed, failures 
of apparatus and the necessity of an emergency release 
to meet them claim a large share of attention. To do 
without any release, or cancelling device, is no doubt the 
ideal arrangement, and if failures were to be reduced 
nearly to vanishing point, that desirable end would be in 
sight. Next to it, however, the most useful thing is to 
arrange matters as far as possible to keep the effects of a 
failure within certain limits, and prevent them from ex- 
tending themselves progressively, section by section, as 
succeeding trains pass. It is impossible to lay down 
general rules, since what can be done depends on the type 
of equipment in use, but it is of interest that the German 
State Railway, under the block standardisation programme 
mentioned in the editorial note in our issue of March 12, 
is making a special study of the question. Save for small 
details, its lock-and-block is practically of one pattern 
all over the system, developed to a high standard of 
efficiency and safety, but the rigid sequence in which 
signalling movements have hitherto had to be made has 
proved awkward where several intermediate block posts 
exist. Modifications are therefore to be introduced to 
ensure greater flexibility, limiting the effects of failure 
without sacrificing safety. |The mechanical connection 
between rear and advance section apparatus is to be 
abolished, as well as the emergency treadle release, atten- 
tion being concentrated on constructing very reliable 
treadles instead. To cover inability to clear a block signal, 
a key switch with recording counter is to be provided, 
which will connect up the treadle circuit for a train passing 
under written order, so allowing the rear section to be 


cleared as usual. 
* od + * 


Steam Locomotive Efficiency 

Some effects of the great improvements in the efficiency 
of the steam locomotive in the U.S.A., the result of re- 
search and experiment during the past fifteen years, were 
shown in a report submitted recently by the Joint Com- 
mittee on Utilisation of Locomotives and Conservation 
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ot Fuel, representing the Operating and Mechanical Divi- 
sions of the Association of American Railroads. The 
report shows that, while there has been an increase since 
1920 in the length of trains and the tonnage carried, the 
speed of both passenger and freight trains has also been 
increased and the runs of the locomotive lengthened. 
Notwithstanding this, during the same period there has been 
a reduction in fuel consumption of 14 per cent. per loco- 
motive-mile. In the freight service a new record in fuel 
efficiency was established in 1936, according to the report. 
In that year 119 lb. of coal were required to move 1,000 
gross tons of freight and equipment one mile, the smallest 
amount for any year on record, and a reduction of 1 lb. 
compared with 1935. In 1920, 172 lb. were required for 
the same purpose. There has been an increase of 50 per 
cent. in the speed of freight trains since 1920, and in the 
same period an increase of 33 per cent. in the tractive 
effort of freight locomotives. The average number of miles 
travelled daily per active freight locomotive in 1936 was 
105-1, the highest for any year. In 1920 the daily average 
was only 91-1 miles. In passenger service the report also 
showed a remarkable increase in the average speed, length 
of trains, and length of passenger locomotive runs. The 
average distance travelled daily by all active passenger 
locomotives operated by Class I railroads in 1936 was 174°5 
miles, compared with 171-1 miles in 1935, and 150°1 
miles in 1920. The 1936 average was the highest on 
record. 
* * * * 


First American Turbine Locomotive 

In the course of a paper read at a meeting of the 
American Society of Mechanical Engineers by three of 
those concerned in the design of the new streamlined turbo- 
electric locomotive that is at present being built in the 
States, it was stated that the locomotive will be rated at 
5,000-h.p., for hauling 1,000-ton trains at high average 
speeds, and it is expected to attain speeds up to 110 m.p.h. 
on the level track. Electric power will drive traction 
motors of the usual electric locomotive type. Two light- 
weight steam generating units, each with a rating of 2,500 
h.p., and an output of 40,000 lb. steam per hour at a 
pressure of 1,500 Ib. per sq. in. and a temperature of 
950° F., have been built for installation in the new loco- 
motive. The objects to be attained in the construction 
of this complete portable steam power plant are: (1) high 
steam pressure and temperature; (2) minimum weight and 
size per unit of steam produced; (3) wide range of capacity, 
with ability to respond quickly to wide variations in load 
conditions; (4) adaptability to wide range of fuels. 


* * * * 


Vehicles and Track 

Many railcars have gained the reputation of rough run- 
ning, and many deserve it. There are, of course, notable 
exceptions, among which may be recalled the German 
Flying Hamburgers and the Michelines, but others vary 
from a roughness combining vertical and horizontal motions 
that are most unpleasant when they assume periodicity 
to an uneven joltiness less disturbing but not conducive 
to peaceful reading, let alone writing, on the journey. 
Some of the fault obviously lies with the springing and 
the lateral control of the wheels, but the permanent way 
is largely responsible too. With perfect track, even the 
worst designed or maintained vehicle would not be bad, 
and many railcars seem to be designed for such perfect 
conditions. Nevertheless, with the tendency to increase 
speeds of all sorts of rail vehicles and trains, it behoves 
those responsible for the permanent way to achieve a 
higher standard than ever before. More attention is being 
given to the track nowadays, it is true, but not yet enough. 
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Addressing of Goods 


HE adequate and efficient labelling of goods for con- 
veyance by railway is of as much importance to 
traders as to the railway companies, but difficulties and 
inconvenience occur repeatedly through failure to comply 
with the railway regulations on the subject. These diffi- 
culties might be overcome if every package were clearly 
and legibly addressed, but such a requirement would prove 
very onerous where a large number of similar articles, 
such as tubes, were forwarded in one consignment. In 
addition, commercial practice makes it essential that 
facilities should be afforded for goods to be marked in 
such a manner as will ensure their correct delivery, and 
yet prevent unauthorised persons from becoming 
acquainted with the address to which any particular con- 
signment is being forwarded. Under the standard terms 
and conditions of carriage of merchandise, as settled by 
the Railway Rates Tribunal, every consignment must be 
addressed in accordance with the railway companies’ 
regulations. In framing these regulations, the companies 
had very careful regard to the considerations mentioned 
above, and accordingly they require that every article 
or package, with the important exceptions enumerated 
below, shall bear the consignee’s full name and address 
in legible and durable characters, or a legible and durable 
distinguishing mark together with a label (on the letter- 
card principle) stating on the outside the name of the 
station or destination, and on the inside the name and 
address of the consignee. A great deal of traffic, how- 
ever, is consigned to ‘‘ wait order ’’ at stations, and in 
such cases a similar practice has to be followed except 
that the label must specify inside the name and address 
of the trader to whose order the merchandise is dispatched. 
I:xport traffic may be labelled in this manner, if desired, 
but this class of merchandise is also required to bear the 
name of the port or dock of shipment, and the name of 
the ship or shipping agent. 

Where a consignment consists of more than ten articles 
or packages of the same or similar description of mer- 
chandise, forwarded to the same consignee, the foregoing 
regulations are relaxed to some extent. Thus where over 
ten but less than one hundred packages or articles are 
forwarded, not less than one in five, with a minimum 
of ten, have to be addressed or labelled, and these must 
be suitably marked to indicate the total number of pack- 
ages in the consignment. Where over one hundred articles 
or packages are despatched, only one in ten, with a 
minimum of twenty, have to be so labelled and marked. 
Compliance with these regulations would be somewhat 
difficult in the case of metal bars, tubes, plates, chains, 
and similar objects, and the companies therefore permit 
the necessary particulars to be shown on wooden, metal, 
or other durable tallies securely fastened to the goods; 
or, alternatively, the details may be painted or stencilled 
on the articles. Where goods of this description do not 
afford a suitable surface for painting or stencilling, they 
have to be bound in bundles of a convenient size for 
handling, and have tallies attached. In the case of hides, 
skins, pelts or other similar merchandise carried loose, 
labels, or wooden, metal or other suitable tallies, must 
be affixed. 

For obvious reasons, the foregoing regulations do not 
apply to returned empties which are branded with the 
owner's name and address; to full loads of merchandise; 
to articles identical in all respects, or packages of uniform 
description and size containing merchandise identical in 
all respects, where they are forwarded in lots of two tons 
and upwards from one sender to one station; or to import 
or export traffic conveyed in through trucks direct to the 
ship and vice versa. All old and conflicting labels and 
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addresses should be removed, but unfortunately cases re- 
peatedly occur where delay and inconvenience are caused 
through neglect of this precaution. A closer observance 
of these regulations by the trading community wouid 
considerably facilitate the speedy and correct delivery of 
goods, and thus prove of mutual benefit to all concerned. 
It may be added that where traffic is sent to ‘‘ wait 
order,”’ or where the companies hold the bills of lading 
for goods stored in public or dock warehouses, they are 
willing to arrange for the traffic to be labelled at a very 
reasonable cost, using either their own or the trader's 
special labels as may be desired. 


* * * * 


The Institute of Transport Visit to 
Germany 


AN account of the Institute of Transport visit to Germany 

has been published in our last two issues and is con- 
cluded in the present issue. It was a memorable visit and 
gave those who took part in it ample opportunities to study 
the progress and development of transport in Germany an:l 
to gauge the vigour, efficiency, and determination with 
which that progress and development are being maintained. 
But however much work and efficiency are the keynotes of 
German life today, individually the Germans remain a 
generous, hospitable, and friendly people, and these traits 
were manifested throughout the Institute tour. Everything 
possible was done for the convenience and pleasure of the 
visitors and the welcome given to them by civic and tran:- 
port officials was, at times, almost overwhelming. 

Dr. Dorpmiiller, the German Minister of Transport, and 
General Manager of the German State Railway, had paid 
the Institute the high compliment of personally interesting 
himself in the arrangements for the tour and he was repre- 
sented throughout its duration in Germany by Dr. Paul 
Wagner, who needs no introduction to railway engineerin, 
circles in this country. Although urgent State business prv- 
vented his attendance at the reception and dinner given 
by the German State Railway at the Kaiserhof Hotel 
on June 28, Dr. Dorpmiiller received the members of the 
party at the Ministry on the morning of their departure 
from Berlin, made a genial little speech, and shook hands 
with all. It was gratifying to learn, in view of Dr. Dorp- 
miiller’s personal association with the Institute’s visit, that 
Sir Alfred Read, the President of the Institute, was sup- 
ported in Berlin by Sir Josiah Stamp, Sir Herbert Walker, 
and Sir Osborne Mance, as well as by active and retired 
principal railway officers from at home and abroad. Sir 
Harold Hartley, although not present at Berlin, was a 
welcome addition to the Institute representation at Munich. 

The visit was organised by the Institute in collaboration 
with the German State Railway and the Amerop Travel 
Service and mention should be made of the work done 
by Herr Seydel, the London Manager of the former, and 
by Herr Duncker, the London Manager of the latter. 
In Germany, Dr. Hardt and Dr. Sommer and doubtless 
others contributed to the planning and execution of the 
tour. Mention should also be made of Mr. C. Cooper 
of the Southern Railway and Monsieur Merz, of the Belgian 
Railways, both of whom were responsible for the success 
and smooth working of the journeys to and from Germany. 
rhe representatives in Germany of the Amerop organisa- 
tion, under the energetic direction of Herr Hensel, were 
indefatigable in their efforts to smooth the paths for the 
travellers. Throughout the tour, Germans recognised the 
debt of their country to Great Britain for its technical 
development in the past. Possibly the members of the 
Institute who recently visited Germany are thinking that 
now Great Britain has something to learn from Germany. 
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Swiss Federal Railways 


LTHOUGH the results of working the Swiss Federal 
A Railways were even more unfavourable for the year 
i986 as a whole than those for 1935, there were distinct 
signs of improvement during the last few months of 1936. 
Ihe traffic recovery brought about by the devaluation 
of the Swiss franc slowed down the rate of decrease in the 
last quarter of the year, so that receipts for that quarter 
were only 0°6 per cent. below those for the last quarter 
of 1935, and for the month of December they were actu- 
ally higher. This improvement has continued during 
1937. Transit traffic in goods during part of 1936 was 
particularly affected by “‘ sanctions ’’ against Italy, and 
road competition continued strong, without much hope 
of an improvement in this direction in the near future. 
Totai traffic receipts fell from fr. 303,040,628 in 1935 
to fr. 279,321,420 in 1936, a decrease of fr. 23,719,208, 
or 7°8 per cent. Passenger numbers fell by 2-7 per cent. 
and passenger receipts by 49 per cent. In the volume 
of goods traffic, including luggage, postal parcels and 
livestock, the fall was as much as 1,434,000 tons, or 
10:1 per cent., and the receipts therefrom were lower 
by fr. 17,543,676, or 9-9 per cent. Goods traffic as well 
is passenger has shown a revival from the last quarter 
of 1936 onwards, but the administration report points out 
that no really effective improvement in goods traffic can 
be expected until the restoration of normal economic rela- 
tions between the different countries. Road competition 
is also not likely to diminish. Older types of lorry are 
being replaced by modern diesci-engined vehicles which 
will reduce still further the average cost of transport by 
road. These private road transport undertakers are still 
entirely unrestricted in their operations and are under 
no obligation to maintain regular services or accept all 
traffic offering. The administration again calls attention 
io the serious effect on the general transport system of 
the country which this continued immunity produces. 

A saving of fr. 15,609,277, or 6-5 per cent., was effected 
in actual operating expenses, with an improved service 
to the public. The average number of staff employed 
during 1936 was 28,642, a decrease of 1,192 in comparison 
with 1935. By means of rationalisation and electrification 
the amount of effective work done by the staff in 1936 
was 10,713,913,286 ton-kilometres and 43,091,445 train- 
kilometres, compared with 6,278,988,503 ton-kilometres 
and 22,888,158 train-kilometres in 1920, when the average 
number of staff was 39,676. The accompanying table 
compares results in the past two years. The present rate 
of exchange is about fr. 21-65 to the £:— 

1936 
106-93 millions 


1935 
109-86 millions 
12-80 millions 14-24 millions 

77°13 76-35 

Fr. Fr. 
120,168,760 126,344,291 
159,152,661 176,696,337 
291,366,033 314,775,834 
224,727,854 240,337,181 
ms 66,638,179 74,438,653 

The final result of the year’s working, after making 
allowance for interest charges, &c., was a deficit of 
fr. 59,934,254, comparing with a deficit of fr. 58,722,860 
for the previous year. Some 73 per cent. of the Federal 
Railways are now electrified, and 85 per cent. of the 
trains are hauled by electric locomotives. It is calculated 
that electrification has saved fr. 10°6 millions annually, 
and that the cconomy from this method of traction will 
be still greater because of the increase of 40 per cent. 
in the cost of coal due to the devaluation of the franc. 
[he continuous braking of goods vehicles has also made 
for economy in operation. At December 31, 1936, the 


Passenger numbers 
Goods traffic, tons 
Operating ratio, per cent. 


Passenger receipts a 

Goods and postal traffic receipts 
Gross receipts 

Working expenses 

Net receipts 
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length of line in operation was 2,933 km. On January 
18, 1937, the Otelfingen—Niederglatt line was closed to 
traffic. Nineteen level crossings were eliminated during 
the year. Among the important works in course of con- 
struction during the year were station improvements at 
Geneva and Neuchatel, and a deviation and doubling of 
lines as between Wilerfeld and Berne. Additional signal- 
ling and safety appliances have also been installed, includ- 
ing the Signum automatic train-control apparatus. Elec- 
trical operation was inaugurated on May 15, 1936, on the 
Guibiasco —Locarno and the Gossau—Sulgen lines. 





* * * * 


Bombay, Baroda & Central India Railway 


SUBSTANTIAL improvement in gross earnings was 
offset to a very limited extent by a small rise in 
expenditure in the year ended March 31, 1937, and net 
earnings showed an appreciable advance on 1935-36. The 
combined system, apart from the 5223 miles worked for 
Indian States and other companies, now consists of 1,035} 
miles broad gauge, 1,881} miles metre gauge, and 72} 
miles 2 ft. 6 in. gauge worked by the company for the 
Government of India. As from the beginning of the 
financ.al year under review the working of the Jaipur State 
Railway of 180 miles metre gauge, previously worked by 
the company, has been taken over by the Jaipur Durbar. 
Otherwise there has been no change in the mileage operated 
by the company. Gross earnings of the combined system 
for the year under review increased by Rs. 67,65,410 to 
Rs. 11,91,67,543, and in the expenditure of Rs. 6,25,64, 155 
there was an increase of only Rs. 3,49,892, so that in the 
net earnings of Rs. 5,66,03,388 there was an improvement 
of Rs. 64,15,518. The company’s share of surplus profits, 
after deducting Indian income tax and super tax, is 
Rs. 9,41,847, compared with Rs. 7,47,012 for the previous 
year, and has produced £71,006 in sterling, as against 
£56,316. Stockholders receive 6 per cent. (including 3 per 
cent. guaranteed interest) for the year under review, the 
same as for the last 16 years. Some operating resulis 
for the combined system are compared in the accompanying 
table : — 


1936-37 1935-36 


Passengers, number 54,437,216 54,234,780 
Passenger receipts, Rs 3,56,72,058  3,61,07,445 
Tons carried - ea 9,094,740 8,458,602 
(Average ton-mile receipt, pies 8-19 8-06 
Goods rec eipts, Rs. 7,44,56,619 6,68,98,448 
Gross train-mile earnings, Rs 7-41 7-26 
Net train-mile earnings, Rs 3-52 3-24 
Train-miles me ; 16,076,874 15,474,477 
Operating ratio, per cent ne ee 52°51 55-35 


Coaching receipts on the combined system showed a net 
decrease of Rs. 1,45,006, as an increase of Rs. 3,91,223 on 
the broad gauge was more than offset by a decrease of 
Rs. 5,36,229 on the metre gauge. Towards the increase 
of Rs. 75,58,171 in goods traffic receipts substantial con- 
tributions were made on both gauges. Food grains (other 
than wheat), sugar and raw cotton provided the largest 
increases in receipts. In maintenance of structural works 
the decrease of Rs. 16,44,854 was largely due to expendi- 
ture in 1935-36 on the construction of the Silver Jubilee 
bridge, and on resleepering operations on the broad gauge. 
To maintenance and supply of locomotive power Rs. 71,665 
more. were charged, and to maintenance of carriages and 
wagen stock Rs. 12,88,061 more, chiefly on renewals. 
Trathc expenses increased by Rs. 3,73,688. The increase 
of Rs. 76,947 under expenses of general departments was 
caused partly by the revival of the post of statistical officer. 
In miscellaneous expenses the increase of Rs. 60,384 was 
due chiefly to less recovery from branch lines on account 
of working expenses as a result of the transfer of the work- 
ing of the Jaipur State Railway. Eiectrical service expendi- 
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ture on the broad gauge increased by Rs. 94,131 chiefly 
because of the extension of the Bombay local electric service 
to Virar during the year. 

Capital expenditure charged off during the year under 
review amounted to Rs. 13,70,225. On open lines the 
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expenditure on structural works came to Rs. 7,63,818, 
of which the broad gauge took Rs. 4,95,664 and the metre 
gauge Rs. 2,68,154. Expenditure on equipment amounted 
to Rs. 9,62,569. There was a credit of Rs. 5,37,668 in 
respect of carriages and wagons. 








LETTERS TO 


(The Editor is not responsible for 


An Appreciation from India 


Assam-Bengal Railway Co. Ltd. 
Badarpur, June 2 
To tHE EpiroR OF THE RaILWAY GAZETTE 
Sir,—I have just read the article on ‘‘Rejuvenating Old 
Locomotives ’’ by Mr. E. L. Diamond in your issue of May 7 
and would be glad if you would let me know from where 
I can procure a full English translation of M. André 
Chapelon’s classic paper on the P.O. locomotive experiments. 
You do not know how we who live in the jungles ol 
Assam appreciate THE RatLway Gazette, and the article 
I have just referred to seems so full of vital ideas. 
Yours truly, 
P. N. BATRA 
Assistant Locomotive Superintendent-in-Charge 
[M. Chapelon’s paper is not available in English, but 
the full French text is published by the Société des 
Ingénieurs Civils de France, 19, Rue Blanche, Paris (Ye).- 
Ep. R.G.] 


The Evolution of Railways 


London, W.C., July 12 
To THE Epiror oF THE RaILway GAZETTE 

Sir,—Having read with very great interest the admirable 
series of articles by Mr. Charles E. Lee on ‘‘ The Evolution 
of Railways,’’ I was further interested to come across a 
striking confirmation of one of the remarks in Part I (pub- 
lished in your issue of April 30) relating to the track gauge 
of ancient roads which may appeal to some of your readers. 
[It so happened that 1 was consulting the volume for 1880 
of one of your constituent papers—The Railway Engineer 

-to check some oid locomotive particulars and my eye 
lighted on an article entitled ‘‘ The Gauge of Carriages of 
the Time of Cesar ’’ detailing the results of an examination 
of the streets of Herculaneum and Pompeii made by Mr. 
W. W. Evins of New York. The following are the pertinent 
extracts of the article, which appeared on pages 123-4 of 
The Railway Engineer for May, 1880:— 

‘In writing on the gauge question, as it relates to the 
tracks of railways, and defending the standard gauge of 
4 ft. 8} in., in use over most parts of the world, as the 
most appropriate and common-sense gauge, I often asserted 
that it, or some gauge closely approximating to it, had 
been in use for carriages and chariots over two thousand 
years, that it probably grew out of the size, the weight, 
and the strength of man, and that I believed the proof 
of it could be found in the pavements of the streets of 
Herculaneum and Pompeii, that had been covered up for 
1,800 years. In January of the past year, I visited the 
two cities named above, and had a good chance to verify 
iny assertion. I found the streets of both cities paved with 
irregular blocks of hard dark-green lava, a very superior 
material for pavements. At most of the crossings in 
Pompeii there are in the streets stepping-stones to assist 
foot passengers in crossing from one sidewalk to another, 
when water was running in the streets. The sidewalks are 
well elevated above the carriage ways, from ten to fourteen 
inches, the stepping stones are the same, and many of them 
are from 12 to 18 in. square i 
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the opinions of correspondents) 


Carriages in passing these stones had to be centred 
over them, and at such places there are in many cascs 
well-defined ruts cut in the lava blocks by the wheels of 
carriages. You will see these ruts and stepping stones in 
a photograph of the Strada di Stabbia that I send to you. 

Not wishing to have my measurements biased by my 
leaning to have them coincide with the standard railway 
gauge, I took a meter rule to measure the distances between 
ruts, and found them as follows, centre to centre of ruts, 
as near as I could place the rule :— 


Meters 

Via del Abundance 1-47 
» 9, Stabbia 1-43 
» », Undecima 1.45 
Stabbia, 2nd time 1-45 
» », Herculaneum 1-44 
,», Domus M. Caesari Blande 1-43 
6 | 8-67 

Average of all 1-445 


1-445 meters, equal to 4-74 ft., or nearly 4 ft. 9 in. 

‘I had previously measured the ruts made by carriage 
wheels in two of the streets of Herculaneum—streets that 
had no names—and found one to measure 1-44 and the other 
1:48 meters, the average being 4°79 ft., or 4 ft. 93 in. nearly.” 

Yours faithfully, 
LOCO. ENGINEER 
Retired 


Supplements for Speed 


60a, Green Lane, Northwood, 
Middlesex, July 12 
To tHe Epiror or THE Raitway GAZETTE 

Sir,—Your editorial note in THE RatLway Gazette of 
July 9 is a reminder that express fares have been charged 
in the past and were given up. Until June, 1882, on some 
parts of the Great Western system Ist and 2nd class express 
fares were charged, and, as Mr. E. T. MacDermot states 
in his “‘ History of the Line,’’ Vol. II, page 470, ‘‘ the Great 
Western shared the invidious distinction of charging them 
with the Brighton, South Fastern, and Chatham & Dover 
Companies and incurred great unpopularity and loss of 
traffic in consequence.”’ 

In early days extra money was asked for extra speed. 
Bradshaw for August, 1845, has many instances: e.g., the 
London & Birmingham had three sets of Ist class fares 
‘mixed stopping,’’ ‘‘ mixed fast,’’ ‘‘ mail and express,’’ for 
which the respective single fares Euston Square to Birming- 
ham were 20s., 23s., and 27s. The London & South Western 
had three sets of first class fares from Nine Elms to South- 
ampton, namely, single, lés., 20s., and 21s. Both com- 
panies graded 2nd class according to the speed of the train, 
but they were not taken by the express. Bradshaw also 
shows the Great Western ‘‘ express fares’’ Ist and 2nd 
class; and the Eastern Counties ‘‘ Ist and 2nd class fast 
train ’’ as well as the ‘‘ ordinary train’’ fares. It cost 3s. 
more from London to Ely by the fast train first class, and 
Is. 6d. more second class over the ordinary fares. Are we 
to have a revival of special fares for the quick train? 

Your obedient servant, 
REGINALD B. FELLOWS 
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PUBLICATIONS RECEIVED 


Universal Directory of Railway 
Officials and Railway Year Book, 
1937-38. London: The Directory Pub- 
lishing Co. Ltd., 33, Tothill Street, 
Westminster, S.W.1. 604 pp. 6 in. 

9 i 1} in. Price 20s. net.—Whether 
by the railway officer in the course of 
dealings with brother 
officers on other systems, the manu- 
facturer and supplier of railway equip- 
ment in his contact with those officials 
on the railways who control the large 
aggregate purchases made annually by 
their systems, or by the student in 
search of the latest statistical and other 
information concerning every phase of 
railway activity, a new edition of the 

Universal Directory of Railway Offi- 
cials and Railway Year Book ”’ is always 
welcomed. Nowhere else can such a 
mass of facts and figures as names of 
principal officers, length of lines, num- 
bers of locomotives and rolling stock, 
costs of operation and maintenance, and 
similar data be found compressed into 
so small and handy a compass as in this 
volume. The experience gained in 
{3 years of continuous publication of 
this directory has enabled the publishers 
to present just the kind of information 
most likely to be required by the searcher 
in just the right way for easy reference. 
\ll the latest available information of 
changes in the personnel, mileage, and 
rolling stock of railways throughout the 
world has been incorporated in the new 
edition, and no trouble has been spared 
to include up-to-date information in 
the over 200-page statistical section. 
rhe selection of a publishing date at 
the beginning of July has enabled the 
compilers to include the full results of 
the working of the 1936 railway year in 
all the most important instances. 


his business 


The Bridge Builder. By Max Eyth. 
London : Sampson Low, Marston & Co. 
Ltd., 100, Southwark Street. 7} in. 
5in. x 1f}in. 218 pp. Price 6s. net. 
This romance is based on the history 
of a great undertaking ; and the subse- 
quent disaster, under the fictitious 
names given by the author to places, is 
easily recognisable. The bridge builder, 


charged with the design of a great 
bridge over a broad Scottish firth, is 


faced with the problem, at a _ period 
when bridge construction was not yet 
an exact science, of finding a factor of 
safety for wind pressure. His quest, 
difficult in itself, is rendered more 
complicated by the unreliability of 
workers and contractors, and by the 
discovery of an error in soundings in 
mid-channel, involving a change in 
design. He remakes all his calculations 
and can find no fault, but the unknown 
quantity of wind pressure on lattice 
girders still occasions an ever-growing 
sense of uneasiness. Meanwhile a 
feminine influence enters to lighten his 
labours and share his worries, and, inci- 
dentally, plays a vital part in the story. 

In due course, all difficulties are 
surmounted and the bridge is finished 


and inaugurated. But still the engineer 
is obsessed by doubts as to the stability 
of the structure. However, trains run 
regularly and everything seems in order, 
and the bridge builder arranges to take 
a well-earned holiday. At this moment 
the dramatic climax, prepared as it 
were by Nature, whose great forces 
have been so deliberately challenged 
is foreshadowed. As the engineer starts 
to cross the bridge on his way to join 
his wife in their London home, a storm 
rises, and as the train reaches the great 
centre span of the bridge a squall of 
extraordinary violence overturns the 
girders and sends bridge and _ bridge 
builder, with the train and all its 
occupants, hurtling into the wild waters 
below. 

The story is not as might be feared 


dry and unattractive to the  non- 
technical reader. On the contrary, the 
enthusiasm and the doubts of the 


engineer are treated with sympathy, 
and the dramatic interest is maintained 
well enough to retain throughout the 
attention of the reader. 


Patents for Inventions. By Regi- 
nald Haddan. London: Sir Isaac Pit- 
man & Sons Ltd., Parker Street, Kings- 
way, W.C.2. 7} in. xX 5 in. 99 pp. 
Price 3s. 6d. net.—In the preface of this 
valuable guide through the intricacies 
of the legislation controlling patents for 
inventions, the author mentions that the 
British law and practice relating to these 
patents has been the growth of over 
three centuries, and is still governed in 
certain respects by the provisions of the 
Statute of Monopolies of 1623. Since 
that time there have been many changes 
as a result of new enactments, and con- 
structions which have not tended to 
make the law easily comprehensible and 
have indeed rendered its use difficult. 
In his opening chapter the author deals 
with the nature and validity of patents, 
and then devotes a few pages to explain- 
ing how they may be enforced. Sub- 
sequently, he deals with the value of a 
patent, the nature and object of pro- 
visional protection, the methods of 
obtaining protection or patent, titles 
and specifications, the nature and object 
of searches ; maintenance, stamp duty 


and agency charges; foreign, British 
Dominion, and Colonial patents, and 


trade marks and designs. This handy 
yet comprehensive book concludes with 
a few words of useful advice given by 
the author to would-be patentees. A 
fairly copious index is appended 
Signalling Equipment.—Various 
sections in the Westinghouse Brake & 
Signal Co. Ltd., signal catalogue have 
now been revised or added to, and the 
altered pages, ready punched for filing 
in the loose-leaf cover, are obtainable 
from the offices of the company at 
82, York Road, King’s Cross, London, 


N.1. There are five new pages for 
Section BA, showing a_ position-light 


shunt signal for one to four aspects. 
An addition to Section BD describes 
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position - light route indicators, and 
special display boards for use when these 
indicators are fitted above colour-light 
signals. Section H has two new pages, 
dealing with ‘‘ bootleg’’ type track 
circuit connectors, and various revisions. 
Other revised pages occur in Sections 
BD and C. 

London at Home. Published by 
the London Passenger Transport Board, 
55, Broadway, S.W.1.—This is a strik- 
ingly designed new booklet which sets 
out the advantages of the board’s time- 
tables as advertising media. The 
constant growth and wealth of London 
as a market is emphasised in a most 
novel and forceful manner, typical of 
the style adopted for the majority of 
the board’s advertising matter. Twelve 
months’ rates for Green Line, Under- 
ground, and bus timetables are given, 
together with the annual sale of these 
publications. Special rates for local 
timetables are included. 

Presses and Shears. Henry Pels & 
Co., Ltd., 32-38, Osnaburgh Street, 
London, N.W.1, sends some new illus 
trated literature dealing with presses 
and shears. The Pels friction screw 
press, for forming parts from steel and 
other metals, is similar in action to a 
drop stamp, but exerts a_ pressure 
having much greater effect, more like 
a hydraulic press. These presses are 
built to three designs, intended respec- 
tively for forging and general pressing, 


hot pressing and cold coining, and 
heavy coining. A series of folding 


presses is described in another leaflet, 
suitable for the production of the 
formed steel sheets now in growing 
demand owing to the extended use of 
electric welding. In a third leaflet are 
illustrated super-speed electric nibbling 
shears and punch which will cut from 


anywhere in the sheet without pre- 
punching; and a _ separate booklet 


describes hand-lever plate shears incor- 
porating punch, cropper, and notcher. 
Bakelite Laminated Material.— 
We have received from Bakelite Limited, 
68, Victoria Street, London, S.W.1, an 
illustrated booklet dealing with the 
various grades of Trefoil brand Bakelite 
laminated sheet material, as supplied 


for electrical insulation and _ other 
industrial purposes. In this product, 
sheets of paper, fabric, or asbestos 


are bonded into an insoluble, infusible 
mass by means of Bakelite phenol- 
formaldehyde synthetic resin. The 
resultant material is distinguished by 
high mechanical strength, inertness 
(its electrical properties are retained 
in conditions when other materials 
may undergo change through oxidation 
or other causes), and low coefficient 
of thermal expansion. Its strength 
actually makes it superior to wood or 
metal for some purposes, particularly 
where corrosive influences have to be 
withstood. It has been used for making 
gearwheels of all sizes, transmitting up 
to 300 h.p. As an insulator, Bakelite 
laminated sheet is equally suitable 
for the most sensitive electrical instru- 
ments, or for 132,000-volt transformers 
and switchgear. 
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THE SCRAP HEAP 


Divorce proceedings in a Spokane, 
Washington, court took an amazing 
turn recently when the woman in 
volved testified that she had married 
the man to satisfy her long desire to 
travel. When asked by the judge, 
“Why did you marry this man? ’”’ 
she calmly replied, ‘‘ So I could get a 
pass and travel on the railroad.”’ 

+” a“ ” 

[The Southern Rhodesian issues of 
Coronation stamps are unusual in that, 
as well as bearing portraits of Their 
Majesties the King and Queen, a rail- 
way engine crossing the Victoria Falls 
Bridge is depicted. The artist con- 
impression of — th 
proximity of the bridge to the Victoria 


veys a good 





Falls; the bridge was built in accord 
ance with Cecil Rhodes’s wish that 
the spray from the falls should fall 
on the carriage windows. The loco- 
motive in general outline resembles a 
Rhodesia Railways engine but has a 
2-8-2 wheel arrangement, a type at 
present unknown in the stock of that 
railway company. 
¥ * x 

A canal which is now merely a 
memory, is that which was known as 
the Paisley Canal. It was intended 
a waterway connecting Glasgow and 
Ardrossan but never reached the coast 
being developed only at Johnstone. 
At one time it carried some 300,000 
passengers per annum in addition to 
goods, but the old Glasgow & South 
Western Railway Company bought it 
up in 1883 and converted it into a 
railway line, still known in the Wesi 
of Scotland as ‘‘ the Canal Line t 
Paisley.’’ 


) 


” 7 * 
AN EARLY EDINBURGH SERVICE 
Edinburgh, Berwick, Newcastle, 


Durham and London Stage Coach 
begins on Monday, the 13th October, 
1712. Allthat desire to pass from Edin- 
burgh to London, or from London to 
Edinburgh, or any place on that road, let 
them repair to Mr. John Bailies, at 
the Coach and Horses, at the head 
of Cannongate, Edinburgh, every other 
Saturday, or to the Black Swan in 
Holborn, every other Monday, at both 
of which places they may be received 
in a stage coach, which performs the 
whole journey in thirteen days, with 
out any stoppage (if God permits), 
having 80 able horses to perform the 
whole stage.’’—From the ‘‘ Newcastle 
Courant,’’ 1712. 


BERTH CONTROL ON THE RAILWAY 

(Overheard at the telephone in the 
Enquiry and Reservations Office a! 
Lahore station, North Western Rail- 
way, India.) 

Reservations speaking ’’ 

All berths during the holiday season 
are controlled by He -adquarte rs, 
madam ”’ “On receipt of the 
reservation fee, the berth will be con- 
firmed in your name, madam.’’... . 

Kindly give date, so that Head- 
quarters Office may be informed ”’ 


Ves, piense?””... « “You 
cannot give exact date?’’ .... ‘‘ But 
that is essential, madam.’’... . ‘‘Have 
you not a calendar, madam?’’ 

I beg your pardon (?)’’ . ‘ Yes, 


{ am a family man, mz adam.’ 

No, Madam, this is not the maternity 
hospital. Please to ring again, 
madai.”’ ‘R.O.C.””’ in ‘‘ The North 
Western Railway Magazine.”’ 

* * * 

In the depth of the depression only 
one steam locomotive was built in the 
United States in the year 1933, and 
that was the L. F. Loree, a triple-ex- 
pansion experimental locomotive for 
the Delaware & Hudson Railroad 
described in THE RatLway Gazette of 
June 9, 1933. In this respect 1933 
must be unique in the history of the 
U.S.A. railways. 

+ . * 
AN OLD DISTANT SIGNAL ANTICIPATING 
SOME MODERN IDEAS 

The first railway semaphore signal 
was fixed at New Cross on the Croydon 
line towards the end of 1841, and the 
first signal worked from a distance by 
means of wires and weights on the 
North British in 1847. A civil engineer, 
Curtis by name, however, had proposed 
a signal embodying both ideas as early 
as 1840. The night signal was modelled 
on the street lamp pattern as in the 
illustration, in which the weight M- 
to keep the wire taut—is plainly visible 
In his pamphlet Curtis outlined a 
scheme for a gas burner “‘ with a stop 
cock so that by raising or depressing 
the rod the gas may be turned on or 


An early light signal de- 
sign (1840), arranged for 
remote operation. The 
winch arrangement on the 
left was to raise a rod 
running up the middle of 
the lamp-post and turn on 
the gas, when the jet would 
be lighted by a permanently 
burning by-pass 
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off—a small concealed jet to be burning 
continuously so as to inflame the larger 
jet when the rod is raised ’’; surely the 
earliest approach lighting! 

Curtis suggested a spar, ‘‘ like a 
telegraph for day use; when the rod 15 
raised it may cause the telegraph to 
lie horizontally and when the rod is 
depressed, to stand vertically ’’; in 
other words an upper quadrant signal! 
The invention mentioned that during 
the daytime the apparatus could be 
used for sending messages ‘“‘ from one 
policeman to another with — great 
rapidity; a signal can be conveyed a 
mile in 15 seconds, and, allowing the 
same time for delay at the next station, 
thus advice will be conveyed 100 miles 
in 50 minutes.’’ Finally, Curtis 
anticipated automatic signalling; “‘ like 
wise by a self-evident modification of 
this apparatus the engine can be made 
to communicate its own approach” 
(but he did not elaborate the self-ev: 
dent modification). The idea of these 


first distant signals was to provide a 
stop signal at a considerable distance 
from the fouling point, to allow for 
over-running, as with the red disc in 
France. 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


RHODESIA 
New Works 


With the recent heavy traffic increase 
and the consequent improved financial 
position of the Rhodesia Railways, a 
number of important new works have 
been authorised. Among these is the 
establishment of an engine coaling 
depot, with improved watering facili- 
ties, at Gondola on the Beira—Umtali 
main line, to replace the existing 
arrangements at Vila Machado. 

At Salisbury, main-line train opera- 
tions have been hampered by the 
number of private sidings with direct 
connection off the main line west of 
the station, and, to obtain safer and 
more efficient working, shunting legs 
are to be laid on each side of the main 
line. This will be the first step towards 
the general re-arrangement of Salisbury 
station. , 

Except between Bulawayo and Salis- 
bury, communication between the dis- 
trict offices and intermediate stations 
is by the telegraph, or, for local use, 
by the ‘‘ phonopore ’’ telephone, but it 
has now been decided to extend the 
selector telephone system operating on 
the Bulawayo—Salisbury section to 
cover the Salisbury-Umtali and the 
Bulawayo—Livingstone 
measure which will be of great assist- 
ince in the efficient control of traffic. 


sections, 2 


Developments at Beira 

[he growth in the volume of traffic 
dealt with at the port of Beira has 
shown an increase since 1933 at the 
average rate of nearly 150,000 tons a 
year. The sudden expansion of busi- 
ness recently is shown by the latest 
figures published, those for the seven 
months ended April 30, 1937. During 
this period 650,920 tons were landed 
and shipped, an increase of 199,235 
tons over the same months of the pre- 
vious year. Cargo on this scale far 
exceeds the capacity of the three deep- 
water berths, and results in a large 
tonnage having to be handled over the 
Chiveve lighterage wharves. With the 
increasing output of copper, chrome ore 
and asbestos from the Rhodesian mines, 
not to mention other traffics, it is 
expected that the tonnage to be dealt 
with at Beira will continue to expand, 
and a large development scheme to 
improve the port facilities has been 
prepared for the next few years. The 
construction of two new berths, each 
capable of handling from 200,000 to 
250,000 tons per annum, with addi- 
tional transit sheds, etc., is fore- 
shadowed. Work is to begin at once 
upon a 600-ft. extension of the exist- 
ing deep-water wharf, which will be 
capable of berthing the largest ship now 
calling at Beira. An additional 
396-ft. x 53-ft. storage shed is now 
under construction near the approach 
to the Pungwe deep-water wharf, and 
consideration is also being given to the 





provision of one or more transit sheds 
close behind the existing deep-water 


wharf. 


SOUTH AFRICA 


Reduction of Catering and Bedding 
Charges 

From July 1 next books of meal 
coupons at a reduced tariff of 7s. 6d. 
for each book will be obtainable at all 
the most important stations, and from 
the chief stewards of all dining cars 
on the South African Railways. This 
is a reduction of Ils. a book on the 
price hitherto charged. Each coupon 
can be used for any meal. A reduction 
has also been made in the charge for 
the special mattress and bed provided 
on the trains, from 7s. 6d. to 6s. for 
an unbroken journey. The charge for 
the mattress alone has been reduced 
from 4s. 6d. to 3s. The charge of 3s. 
for the ordinary bed remains un 
changed. 


INDIA 
Travel Facilities 


Increase in rates and fares is natur- 
ally resented by the public and it was 
only to be expected that the intro- 
duction of a higher basic charge for 
third class passengers on the East 
Indian Railway [referred to in our issue 
of July 2, this year—Ep. R.G.) would 
provoke much adverse criticism. The 
critics, however, overlook the fact that 
the charge to the great majority of 
third class passengers—those travelling 
not more than 50 miles—remains un- 
changed. This dissatisfaction may, 
however, be somewhat allayed by the 
offer of the administration to issue 
cheap day return tickets for inter and 
third class passengers from all subur- 
ban stations to Calcutta. The conces- 
sion will not apply to stations beyond 
Burdwan. 

At a recent meeting of the Calcutta 
Advisory Committee of the Bengal— 
Nagpur Railway, the Agent, Mr. A. 
Duncan, undertook to institute in- 
quiries regarding the experience of 
other railways in connection with (a) 
the reservation of seats in inter and 
third class compartments; (b) the issue 
of ‘‘ travel where you like’’ tickets dur- 
ing the Puja and Easter holidays; and (c) 
arrangements for the collection of par- 
cels for booking from the city of Cal- 
cutta. 

Air-Conditicned Coaches 

Mention has been made in THE RalIL- 
way GazettE of the decision of the 
Railway Board to introduce, as an ex- 
oerimental measure during the _ hot 
weather months of 1937, five first class 
air-conditioned coaches to be attached 
to selected mail trains. It is expected 
that within the next few weeks these 
coaches, which are nearing completion 
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in the G.I.P.R. carriage shops at 
Matunga, will run trials to test the 
efficacy of the air-conditioning plant; 
if it proves successful, the coaches will 
be placed in public service. The air- 
conditioning of these five coaches has 
involved an expenditure of approxi- 
mately Rs. 2-40 lakhs, and this outlay 
is to be recovered by the charge of a 
supplement in addition to the usual 
first class fare. The supplement per 
passenger between Calcutta and Bom- 
bay will be Rs. 26 (roughly £2). 


Toll of the Monsoon 

The monsoon rains have now set in 
and have brought in their wake the 
usual crop of railway breaches. The 
hill section of the Assam-Bengal Rail- 
way is probably one of the most vul- 
nerable lines in the country, and the 
earliest breach occurred on this section. 
Portions of the Bengal and North 
Western Railway and of the Nizam’s 
State Railway were also breached. 
There has, however, been no serious 
dislocation of railway communications 
so far. 
New Railway Extension into Nepal 

A branch line of the Bengal and 
North Western Railway runs’ from 
Sakri to Jaynagar on the borders of 
Behar and Nepal. The Government of 
Nepal is carrying the railway into 
Nepal territory from Jaynagar to 
Janakpurdham, an important place of 
pilgrimage that attracts large crowds 
of Hindu visitors. Work on the ex- 
tension is approaching completion and 
a ceremonial opening of the railway 
will shortly be held. A railway ex- 
tension has already been taken into 
Nepal territory from Raxaul, another 
station on the Bengal and North 
Western Railway. 


CEYLON 


The 1937-38 Budget 

The draft budget of the Government 
Railway for 1937-38 showed expendi 
ture at Rs. 22,320,410, and anticipated 
earnings at Rs. 16,500,000, so that the 
loss on working might be expected to 
be Rs. 5,820,410 if the budget were ac- 
cepted. Actually the Government has 
refused to accept it, and has ordered 
a revised budget, with expenditure re- 
duced to a minimum, to be framed and 
presented. Even so a heavy deficit is 
unavoidable, and in addition, the 
Government will have to forego interest 
amounting to about Rs. 6,000,000, 
which is due to it on capital sunk in 
the railway. 


Need of Greater Publicity 

The creation of a good selling organi 
sation in order to attract to the Govern 
ment Railway greater passenger and 
goods traffic is urged by the Transport 
Commission, which considers that up to 
Rs. 100,000 a year should in future be 
expended for this purposes, as compared 
with Rs. 2,932 on publicity and 
Rs. 1,470 on newspaper advertising 
spent during the last financial year. 
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As a means of inducing increased travel 
by railway the Commissioners recom 
mend that speeds on all lines should be 
inc reased. 
Railway Rates Revision 

Ihe three Divisional Transportation 
Superintendents, who are at present 
investigating the possibilities of rates 


reduction, have recommended that, as 
a preliminary measure, the 13 classes 
of rates be reduced to six. This will 
involve entire reclassification, and the 


placing of certain commodities in lower 
classes 
Local Sleepers for the Railway 
The 
pre gnating 
from the 
introduction of 


for im 
obtained 
Ceylon, and. the 
sawmills to 


importation of plant 
railway sleepers 
forests ol 
port ible 
engaged ml 
are being 
committer 


contractors who art 
felling timber for sleepers, 
considered by the 
which has been appointed to investigat: 
and report on the local railway sleeper 
supply. To ensure a_ suitable and 
adequate supply of local sleepers, in 


ASSIST 


spe ial 


tensive experimental work to ascertain 
the varieties of local 

able for treatment is being carried out 
by the Forest Utilisation Officer Th: 
treatment of local timbers for sleepers 
is recommended in pre ference to the ust 
of hardwoods like satin The Forest 
Department, at the request of the com 


woods most suit 


mittee, has reported on species of 
Ceylon wood which have hitherto not 
been used for the purpose. Informa 
tion has also been received from th 
Indian Railway authorities regardin: 
the results so far obtained from larg: 
scale tests carried out in India on the 


treatment of sleepers 


CHINA 


Railway Sleepers 


The Chekiang—Kiangsi Railway has 
received delivery of 300,000 sleepers 
from the Anhwei lumber yards. This 


is the first time railway sleepers for the 
Chinese railways have been locally pro 
duced, and there would appear to be 
ample supplies of timber available in 
parts of the country other than the 
Anhwei Province, from which sleepers 
obtained. Timber sleepers are 
imported from Canada, Australia, 
America and Europe. 


an be 


British Equipment for Central 


Workshops 
An agreement has been reached be 
tween the Ministry of Railways and 
Inniss & Riddle (China) Limited for the 


equipment of the Chuchow shops, one 
of the new locomotive, carriage and 
wagon repair workshops of the central 
organisation under the Ministry, for thx 
concentration of repairs for all the 
National Railways. The equipment is 
therefore likely to be British, and will 
consist of machine tools, hydraulic and 
welding plant, foundry equipment, 
forges and electric furnaces, testing ap 
overhead weighbridge 
ind electrical gear of all kinds. Inniss 
& Riddle is also understood to be 
supplying generating sets and_ boiler 


paratus, cranes, 
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plant for the Chenchow power 
of the “Lung-Hai Railway. 


station 


A Railway Link with Yunnan 
The 


Fudien Bank in Yunnan 


I an 
nounces that a limited company is to 
be formed to finance the construction 
of the railway from Kweichow to 
Yunnan in extension of the Hunan- 
Kweichow trunk line. The new line, 
which is expected to cost about 


100,000,000, will link up Yunnan, the 


westernmost Province, with the rest of 
China and will be invaluable from the 
administrative point of view. Also 
Yunnan is known to be one of the 
richest Provinces in minerals, which, 


however, cannot be exploited without 


railway transport Unfortunately the 
mountainous nature of the country on 
the 3urma side of Yunnan, “pro 
hibits an outlet for this prospectiv: 


traffic to Rangoon, though some already 
by the French metre gauge line 
from Yunnanfu down to the Red River. 
It is hoped that the line from Kweichow 
will be begun by the end of this year 
ind that it will be completed in about 
four ye 


UNITED STATES 


The Atlantic City Rolling Stock 


goes 


ars’ time. 


Exhibition 
The manufacturers of railway rolling 
stock and equipment have just com 


pleted the general exhibition of their 
products in connection with the annual 
meeting of the Mechanical and Purchas 
ing and Stores Divisions of the Associa- 
tion of American Railroads, at Atlantic 
City, N.J Among the exhibits of loco 
motives which attracted the greatest 
ttention were the following: (1) The 
3altimore & Ohio 4-4-4-4 steam 
for high-speed, heavy pas- 
service, which has a_ tractive 
force of 65,000 lb. and a total weight, 
engine and tender, of 736,500 Ib.; (2) 
the same company’s new 3,600-h.p. 
diesel-electric locomotive for heavy pas 
senger the Union Pacific 
‘ Challenger ’’ type locomotive (4-6-6-4, 
single expansion, weight of engine only 


new 
locomotive 


senger 


service; (3) 


582,000 Ib.); (4) the American Loco- 
motive Company’s 600-h.p. diesel-elec- 
tric shunting locomotive; and (5) the 


Pennsylvania Railroad display of modern 
and electric locomotives.* 
Among the coaching exhibits, the 
most novel was the Pullman Company’s 
With a central corri 
contains 18 _ private 
roomettes,’’ each with complete toilet 
facilities irrangements to provide 
comfortable seating accommodation for 
day travel] and an equally comfortable 


steam 


roomette ’’ car 
dor, this car 


ind 


bed at night. One of the Rock Island 
Railroad stainless-steel streamlined 
trains (The Rocket), recently com- 


pleted by the manufacturer, but not yet 
delivered to the railway, was 
shown. Several modern coaches were 
view, all of them involving the use 
of light-weight steels, welding and other 
weight-reducing elements. 


also 


on 


* Items (1) and (2) were describe 


2 1 and illustrated in 
Pur Rartway Gazetre of July 9 5 


pp. 51, 70 and 97). 
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Modernising Old Rolling Stock 

These give some indication of 
the revolution which is taking place 
in the new construction of American 
railway rolling stock, but at the same 
time, older cars (particularly passen 
ger vehicles) are being modernised jn 
design, decoration, lighting and seating 
they undergo heavy repairs. As 
an instance of this, the Pennsylvania 
Railroad is at present rebuilding 100 
passenger vehicles at its Altoona works, 


Cars 


as 


which as far as appearance is con 
cerned, will be indistinguishable to thy 
lay observer, from the latest light- 
weight streamlined designs. 


Newark Terminal Completed 
The large terminal project of the 
Pennsylvania Railroad at Newark 
N.J., was brought into full operation 
on June 20, when rapid transit trains 
of the Hudson & Manhattan system 
(providing connections for passengers 
to and from lower New York City, with 


the Pennsylvania main-line — trains 
running into Pennsylvania station, New 
York) began to work into the new 
Newark terminal. Hitherto, the con 
nection with Hudson & Manhattan 
trains has been made at Manhattan 
transfer station, midway betweet 
Newark and New York. This station 


has now been abandoned and is being 


demolished. The new Newark terminal 
not only has accommodation for 
main-line trains of the Pennsylvania 


ind Lehigh Valley and the Hudson & 
Manhattan services, but is also a centre 
tram, bus and underground _ lines 
serving the metropolitan district of 
Northern New Jersey, an advantag 
not enjoyed by the old Pennsylvania 


for 


terminal. The new arrangement will 
greatly facilitate rail travel, an im- 
portant consideration from a_ traffic 


standpoint in an area so replete with 


modern express highways as New 
Jersey. ; 
VICTORIA 
Streamlined Locomotives 
[he first of the standard three 


cylinder Pacific ‘‘ S’’ class locomotives 
on the Government Railways 
turned out of Newport shops on June 5 
in its modified and streamlined con- 
dition. Three others were then being 
similarly treated, the four engines being 
prepared for service with the new air 
conditioned, streamlined, all-steel 
Svdney Limited trains, which are to 
run non-stop between Melbourne 
Albury, a distance of 190 miles, 
ice versa. The engines, as originall\ 
built, were completed at Newport be 
tween 1928 and 1930, but their appear- 


Was 


and 


and 


ance as now modified is shown in thi 
illustration on page 124. It will be 


noted that a new type of 13,000 gall 
been attached. An 
aluminium closure or slipper will cover 


tender has also 


the gap between the tender and the 
leading coach, to preserve the con- 
tinuous streamlining effect. The con 


ventional form of numbering on both 
engine and tender has been discarded 
in favour of the new one depicted. 


t 
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n of NEW BOGIES FOR COACHES OF THE SWISS FEDERAL RAILWAYS 
:ace 

an | ‘ . ° ° - fel ‘ y . 
ame | Built by the Schweizerische Wagons u. Aufziigefabrik A.G., Schlieren- 
~ Ziirich, these bogies are simple in design and economical in maintenance 
ting 

As | ‘ia’ accompanying illustrations show the special features fact made possible the considerable simplification realised 
nia | of a new bogie construction, Type V of the Swiss’ in the new construction. 

jg Federal Railways, evolved from that described in Referring to Fig. 1, it will be seen that the frame is 
tars Pur Ramway GAzetre of August 24, 1934, page 301, and — built up by welding standard rolled sections and plates, 
th offering the combined advantages of simple construction, with complete elimination of rivets. The bolster is of plate 
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Fig. 1—New bogies with welded frames and improved springing. Built by Schweizerische Wagons u. fufzugefabrik 
1a ’ . ree . . : . . , . 7 . 7 
A G., Schlieren-Ziirich, for the Swiss Federal Railways 


2 virtual elimination of wear (except as regards axlebox construction, and carries the flat swivel plate so embedded 
The in arubber cushion that there is no metallic contact between 


1¢ ° mere: 
ss brasses and tyres), and good running characteristics. 

new design permits the distance between the bogie pivots the coach body and bogie. <A “‘ floating ’’ support is 

obtained for the body on the wheels, there being no rigid 


to be increased for the same length of coach, thus securing 
smoother riding, and also allows for the lowering of the 
floor of the body by 50 mm. (2 in.) and the widening of 
the steps compared with the older coaches with Type II 


guides either longitudinally or transversely, but only flexible 
connections with suitable restoring forces. The bolster, on 
which the body rests, is carried by the longitudinal leaf 


- | bogies. Tests showed that the axlebox leaf springs hitherto springs hung from the bogie-frame shackles, which are in- 
; used remained almost inoperative in normal service, owing clined longitudinally and transversely, and can swing in 
to their hardness and great friction. Recognition of this both directions. Braking forces between bolster and bogie 
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Fig. 2—Details of helical spring mounting between bogie frame and axlebox, showing oil-immersed guide sleeves 


frame are taken by members with slotted holes which render 
them inoperative in normal running. 

The frames themselves are supported on the axleboxes 
by spiral springs and rubber plates, as shown in detail by 
Fig. 2. In the construction shown by Figs. 1 and 2 the 
bearing plates of the spiral springs have guard sleeves with 
an oil-immersed bearing ring, but in Fig. 3 there is no 
other guide than the helical spring, which is designed ade- 
quately to withstand the horizontal forces. For the first 
time in the construction of main-line bogies, this design 
eliminates horn plates, full reliance being placed upon the 
spiral springs for the transmission of longitudinal and trans- 
verse forces. A certain number of coaches have been fitted 
experimentally with roller bearings, but improved sleeve 
bearings are still the standard practice of the Swiss Federal 
Railways. 

The question as to the proper degree of stiffness in the 
springs is still under investigation, and in order to main- 
tain the correct ratio of undamped (spiral) springing to 
damped (leaf) springing under running conditions, the leaf 
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Fig. 3—Alternative axlebox and spring assembly without 


springs are made in a new shape permitting continuous 
lubrication. The brake rigging is as simple as possible, 
and all holes are fitted with split bushes. The lighting 
generator is suspended in the usual manner, and belt 
driven; but as this arrangement results in unfavourable 
dynamic stressing of the bogie, a modified construction is 
under investigation. 

Excluding the lighting generator, the Type V_ bogie 
weighs 5,400 kg. (11,907 Ib.), or 1,200 kg. (2,646 Ib.) 
less than the Type III bogie, and half of this weight, or 


2,700 kg. (5,954 Ib.) is unsprung (wheel sets and axleboxes). 


The general construction is very simple, and all parts 
that may need replacement are easily accessible. 
Actually, owing to the elimination of rubbing surfaces, 
the only wear to be expected is that of the axle brasses 
and tyres. Maintenance costs should therefore be con- 
siderably reduced, and the smooth riding characteristics 
of the bogie should remain unimpaired in service. Up to 
the present, the new bogie has been fitted to more than 
100 coaches with very satisfactory results. 



































guide sleeves, for new Swiss Federal Railways bogies 
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GOOCH’S APPLICATION FOR EMPLOYMENT 


Exactly 100 years ago a young engineer of nearly 21 applied for, and secured, the 
position of Superintendent of Locomotives, G.W.R., and thus opened an important 
chapter in locomotive engineering history by becoming “‘ the father of express trains” 


(From a correspondent) 


F the many interesting documents among the archives 
O of the Great Western Railway at Paddington 
station, few are more treasured by the company 
than a letter written exactly one hundred years ago—a 
letter which was destined to have a remarkable influence, 
not only upon the locomotive policy of the company, but 
also upon the whole future of the undertaking. The letter 
in question was addressed to Brunel—the famous first 
engineer of the railway. It reads as under :— 

| have just been informed it is your intention to erect an 
Engine Manufactory at or near Bristol and that you wish to 
engage a person as Manager. I take the earliest opportunity 
of offering my services for the situation. I have until the 
last two months been constantly engaged in engine building 
and have worked at each branch of the business, but principally 
it Locomotive Engine Work. The first three years of my time 
I was with Mr. Homphry at the Tredegar Iron Works, Mon- 
mouthshire. I left him to go to Mr. R. Stephenson and was 
at the Vulcan Foundry 12 months when I obtained leave 
from Mr. Stephenson to go down to Mr. Stirling of the Dundee 
Foundry Co. Dundee to get a knowledge of steamboat work. 
I remained with him 12 months and returned to Mr. Stephen 
son's works at Newcastle where I remained until last October 
when I left, having had an offer from a party in Newcastle 
to take the management of a locomotive manufactory which 
they intended erecting but which owing to some unavoidable 
circumstances they have now given up the idea of proceeding 
with and we have countermanded the order for machinery. 
rhis left me without a situation and I am anxious to engage 
myself to some Company where I will have the management 
of the building of engines. 

As will be seen from the reproduction, the writer was 
none other than Daniel Gooch, then a young man in his 
twenty-first year and, like practically all connected with 
locomotive engineering in those early days of railways, he 
came from the North of England. He was born at 
3edlington, Northumberland, on August 24, 1816. When 
fifteen years of age, Gooch’s father moved from, Bedling- 
ton to Tredegar, Mon., and found employment in the iron- 
works, and it was here that young Gooch also started to 
earn a livelihood. In his eighteenth year he went to the 
Vulcan Foundry, near Warrington, a concern which had 
been started by Robert Stephenson and Charles Tayleur 
for the manufacture of railway locomotives. After some 
months there Gooch’s health gave way, and following a 
rest he took temporary employment in a Dundee foundry. 
In January, 1836, he joined the staff of Robert Stephen- 
son & Company at the locomotive works, Newcastle-on- 
Tyne, where, as explained in his letter, he remained until 
October, 1836. He was probably at the Newcastle works 
when the famous North Star, which was built for the New 
Orleans Railway and ultimately went to the Great Western 
Railway in November, 1837, was under construction. 
Gooch was actually out of permanent employment when 
he wrote to Brunel, and was filling in his time with an 
elder brother employed on the Manchester & Leeds Rail- 
Way at Rochdale. 

Fortunately Brunel was visiting Warrington in con- 
nection with a supply of locomotives from the Vulcan 
Foundry shortly after receiving Gooch’s letter, and on 
his journey north interviewed the writer at Manchester 
and, subject to confirmation of his board, which was, 
perhaps, little more than a formality, he engaged his 
young correspondent as his Superintendent of Locomotives. 





Gooch took up his duties on August 18, 1837, within a 
week of his twenty-first birthday, but for the first three 
months the youthful Superintendent had no locomotives 
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to superintend, and he busied himself in designing engine 
houses at Paddington and Maidenhead, the termini of the 
first section of the railway to be opened in June of the 
following year, and inspected some of the engines then 
under construction at the builders’ works. 

The first engines to be delivered to the company, were 
the Premier (Mather Dixon & Co.) and Vulcan (Vulcan 
Foundry, Warrington); these were transported by sea from 
Liverpool to the London docks, and thence by canal 
to West Drayton, where Gooch had established his head- 
quarters. The Vulcan was the first engine to run on the 
Great Western Railway; the North Star hauled the first 
passenger train to be run on the system. After a trying 
experience with a mixed lot of engines ordered by Brunel 
from such contractors as were then engaged in locomotive 
construction (some of them experimentally) and the best 
of which were used for opening the first section of the 
railway in June, 1838, Gooch soon set about designing 
his own engines, and approximately a hundred were 
ordered from various makers. 

The Firefly (2-2-2) built by Evans of Newton, Lan- 
cashire, was the first of these to be delivered, and on 
March 17, 1840 (five days after arrival) it took a 
train conveying directors and others from Paddington 
to Reading—a distance (then) of 353 miles in 45 minutes, 
and on the return journey covered the 30} miles from 
Twyford in 37 minutes, attaining a maximum speed of 
55 m.p.h. We have it in Gooch’s own words that as 
early as 1842 there was no difficulty in running at 60 
miles an hour with good loads. 

Gooch’s influence on locomotive design and develop- 
ment is outlined in the official history of the Great 
Western Railway (MacDermot) and in ‘‘ Loco.’s of The 
Royal Road ’’ (Chapman). Gooch spent 27 years of his 
life as Locomotive Superintendent of the Great Western 
Railway, during which he made locomotive history and, 
as he himself claimed, became ‘‘ the father of express 
trains.’’ Of all the locomotives he designed, none was 
more famous that his broad-gauge ‘‘ eight-foot singles,’’ 
more generally known as the “ Iron Dukes,’’ which in- 
cluded the Lord of the Isles, most famous of all broad- 
gaugers, although this particular engine was actually in 
the later ‘‘ Courier ”’ Built in 1851, Lord of the 
Isles was in service for 31 years without reboilering, and 
during that time ran 789,000 miles. It is a matter for real 
regret that this famous old locomotive was broken up in 
1906. Her valve gear, and her driving wheels (which, 
incidentally, were forged in sections) are, however, still 
preserved at Swindon. 

The selection of Swindon for the works of the Great 
Western Railway was made on the suggestion of Gooch 
(supported by Brunel), and in recommending Swindon as 
the site for ‘‘ our principal engine establishment ’’ Gooch 
was influenced by the fact of its ‘‘ being the junction 
with the Cheltenham branch and also a _ convenient 
division of the Great Western line for engine working.”’ 
Gooch’s only objection to Swindon when reporting to 
Brunel on September 13, 1840, was the bad supply of 
water. The effect of Gooch’s choice of site for his loco- 
motive depot is disclosed by the census returns; in 1841 
the total population of Swindon was 2,459, whereas to-day 
it is over 65,000. , 

Gooch was a whole-hearted supporter of Brunel’s broad 
gauge, and was one of the four witnesses (all G.W.R. 
officials) examined by the Gauge Commission in 1845, 
who supported the 7-ft. gauge. Of the total of 48 
witnesses examined by the commission, 35 were in favour 
of the narrow (now standard) gauge, while eight favoured 
a gauge of from five feet to six feet. After hearing 
evidence over a period of five months, it was suggested 
by Brunel that the commissioners should witness trials 
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of broad and narrow gauge locomotives, and in regard 
to these trials, the commission subsequently stated in 
its report :— 

We consider them (i.e. the trials) as confirming the statements 
and results given by Mr. Gooch, in his evidence, proving, as 
they do, that the broad gauge engines possess greater capabilities 
for speed with equal loads, and, generally speaking, of propelling 
greater loads with equal speed; and moreover, that the work- 
ing of such engines is economical where very high speeds are 
required, or where loads to be conveyed are such as to require 
the full power of the engine. 

Although the commissioners reported in favour of the 
narrow gauge, the broad gauge of 1846 did not finally 
disappear from the G.W.R. until 46 years later—in May, 
1892. Gooch will be remembered particularly in con- 
nection with the broad-gauge engines of the G.W.R., which 
were responsible for some high-speed trains as early as 
the middle of the nineteenth century. He also designed 
the first of the G.W.R. narrow-gauge passenger engines, 





Sir Daniel Gooch, Chairman of the G.W.R., 
1865-1889 


as well as some broad-gauge locomotives for the Bristol & 
Exeter Railway (then a separate concern) which were very 
similar to the G.W.R. ‘‘ Iron Dukes "’ but had 7-ft. 6-in. 
driving wheels. 

In 1864 Gooch left the Great Western Railway in order 
to devote his energies to the formidable project of laying 
the first Atlantic cable, having become a Director of the 
Great Eastern Steamship Company in 1860. It is a 
matter of history that the first attempt to lay a cable 
was unsuccessful, but that stupendous task was carried 
through successfully in 1866, and in recognition of the 
achievement Gooch was created a Baronet. 

Meanwhile, in 1865 Gooch was returned a Member of 
Parliament for the Cricklade Division of Wiltshire, which 
he represented for twenty years. In 1865 also he re- 
turned to the Great Western Railway as Chairman, when 
the finances of the company were in a precarious state. 
Thanks, however, to Gooch’s unremitting zeal and energy, 
the company was fully restored to prosperity under his 
chairmanship. His efforts earned for him a spontaneous 
gift of five thousand guineas from Great Western Railway 
shareholders in 1872, on the company’s ‘‘ recovery from 
the verge of insolvency.’’ With the gift Sir Daniel pur- 
chased a silver centre-piece weighing nearly 500 ounces. 
The angles of this exquisite example of the silversmiths’ 
art support statuettes of Brunel, Locke, and Stephenson, 
and the three panels at the base represent in bas-relief 
the Great Eastern steamship, Windsor with viaduct, and 
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the Lord of the Isles locomotive. The three panels con- 
tain the arms of Sir Daniel Gooch, Bart., the Great 
Western Railway Company, and an inscription, the whole 
surmounted by a figure symbolical of science. The 
inscription reads : — 

Presented to Sir Daniel Gooch, Bart. M.P., by the Great 

Western Railway Company in recognition of the distinguished 
ibility and success with which he has presided as Chairman 
over the administration of the company’s affairs, February 29, 
1872. 
The centre-piece came into the possession of the G.W.R. 
a few years ago, and now stands in the board room at 
Paddington station. 

It was during the chairmanship of Gooch that the 
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great engineering feat of tunnelling the Severn was 
accomplished. The work was begun in_ 1873, but 


principally owing to land springs and consequent flood- 
ings, took thirteen years to complete. On September 5, 
1885, Sir Daniel and Lady Gooch, with a party of 
friends, travelled by special train through the tunnel from 
Severn Tunnel junction (Monmouth) to the Gloucester 
side and back, and that was the first occasion on which 
a train made the journey. The tunnel was opened for 
traffic in the following year. 
Sir Daniel Gooch died on October 15, 1889, 

buried in St. Andrew’s churchyard, Clewer, 
Windsor.—W.G.C. 
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LONG WELDED RAILS ON THE SOUTHERN 


RAILWAY 


Welded rails 180-ft. long have been laid in Merstham 
Quarry tunnel on the electrified Brighton main line 


URING the past five years several experimental 
lengths of track on the Southern Railway have been 

laid with rails Thermit-welded into lengths of 90 

and 120 ft. The satisfactory results obtained have led to 
the adoption of welded rails on a more extensive scale, 
and the opportunity of the 1937 re-railing programme 
has been taken of welding the new rails for both roads 
in Merstham Quarry tunnel, on the electrified Brighton 


arranged in two batches so that the welding of two 180-ft. 
rails could proceed simultaneously. The total number of 
welds made was 258, and the maximum and average num- 
ber of welds a day were 20 and 15 respectively. 


Arrangements for Transporting the Rails 
For transporting the long welded rails, three 64-ft. 
wagons were used, each equipped with two Robel cranes. 
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Diagram showing positions of 


straight except for easily curved lengths of about 300 yd. 
at each end. 

It was decided to limit the lengths of the welded rails 
to 180-ft., and 60-ft. rails were used on each side of the 
seven pairs of insulated block joints, with 120-ft. welded 
rails where required as closures. In this way 61 per cent. 
of the joints that were necessary with 60-ft. rails have 
been eliminated. 


Welding the Rails 


Two sites, each about 400 ft. by 25 ft., for welding 
the rails for the up and down roads were selected respec- 
tively at Earlswood (about 3} miles south of the tunnel), 
and near Star Lane sub-station (about ? mile north of 
the tunnel). In the latter case a siding was slewed over 
so that the rails could be loaded on to the same side 
of the wagons as that from which they would be unloaded. 
Thermit pressure (or ‘‘ shim ’’) welds were used through- 
out, and the work was undertaken by Murex Limited, 
who supplied two skilled operators and the necessary 
plant and materials, the company providing eight men 
to assist the welders. 

At each site 212 95-lb. R.B.S. medium-manganese rails 
60-ft. long were laid out on a staging of transverse bearers 
lormed of old rails laid flat on timbers. They were 
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welding sites for 180-ft. rails 


sist essentially of a braced stanchion having a pedestal 
which rests on the floor of the wagon, and an extension 
which projects downwards outside the wagon and is tied 
back to the centre joists of the wagon underframe by 
chains with specially shaped hooks. The underframe is 
strengthened for this purpose. The upper part of the 
stanchion carries a jib which is adjustable both as regards 
level and extension. The jib projects over the whole 
width of the wagon and when fully extended overhangs 
the side by about 2 ft. On the upper surface of the jib 
runs a hand operated travelling cradle containing a drum 
carrying a wire cable to which the rail to be loaded or 
unloaded can be attached by means of special clips en- 
gaging under its head. Suitable gearing provides for 
raising a load, winding up the unloaded cable or travers- 
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ing the cradle along the jib. A handbrake operated by 
pressure on the handle is used to control the lowering 
of a load. 

With two of these appliances two men can easily raise 
a 60-ft. rail weighing 95 lb. per yd. from the ground, 
traverse it to its appropriate position on the wagon, and 
lower it on to the bolsters. The corresponding unloading 
process can similarly be undertaken, and with greater 
precision and safety than by throwing the rails off the 
wagon, or sliding them down skids. 

Preliminary tests indicated that six men could quite 
easily manipulate 180-ft. lengths of rail from three Robel- 
equipped wagons coupled together. A full trial was made 
in daylight in a siding at Three Bridges with a test load 
of 19 of the 180-ft. rails, to enable the six crane operators 
to become accustomed to raising and lowering their portions 
of the load at the same speed so as to avoid undue bending 





The 180-ft. rails negotiating sharply curved track 


ot the rail or straining the jibs. As an additional precaution 
in the event of one crane being braked too much during 
the lowering of a rail, temporary angle iron struts were 
hinged to the sides of the wagon so that they could be 
swung up and wedged under the jibs before lowering 
began. 

The 19 rails were loaded upright in two layers, the 
top layer resting on 1-in. boards placed on the lower 
layer so as to provide for independent lateral movement 
in transit. The rails were shackled down near the ends 
only and left free to slide on the bolsters. The test 
load was then passed in both directions over a turnout 
in the siding involving a reverse curve of 8-ch. radius, 
and no difficulty was experienced, the long rails on the 
wagons developing a curvature similar to that of the 
track over which the wagons were passing. 

Special brackets were made and fixed to the top of 
each crane stanchion to carry a Tilley paraffin-vapour 
lamp, so as to give the operators a clear view of their 
controls when working at night. 


Laying the Welded Rails 
The actual loading, conveyance and unloading of the 
rails for the tunnel occupied four nights on each roacl. 
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For loading and unloading two men were detailed to 
each crane, one to operate it and the other to fix and 
unfix the rail clips and to strut the jib before unloading; 
the crane men worked to whistle signals given by the 
inspector or man in charge. 

Pairs of rails were lowered into position side by side on 
to temporary timber blocks set just above rail level 
between the outside rail and the tunnel wall. The cradles 
were run out to the end of the jibs for lowering the 
first rail, and to special stops provided in the jibs for 
lowering the second so that there should be no risk of its 
being lowered partly on the top of the first. 


Time Taken for Laying Long Rails 
During the first night’s work the following times were 
noted : — 


Loading 22 rails 180-ft. long on to wagons 
Unloading the same rails on to blocks, including 
travelling between positions .. 


55 min. 


es 2 hr. 0 min 
The greatest number of long rails forming a single 
load was 24. 

A gang of 20 men followed close up behind the train 
slewing the rails off the blocks, over the outside running 
rail, and into the four-foot way, where they were posi- 
tioned so that the foot of the rail lay against the chairs. 
This work was facilitated by the fact that the electric con- 
ductor rail was in the six-foot way, and by the fact that 
the top of the blocks were slightly above the level of the 
running rail. 

The actual iaying of the long rails in the chairs was 
carried out by a gang of 50 men during the week follow- 
ing their unloading. The old rails having been removed, 
the new rails were rolled successively on to the heads 
of the inner chair screws, on to the inner chair-jaws and 
thence into the chairs. 

The fact that only re-railing was involved, and that tlic 
sleepers and chairs were therefore already aligned, of 
course rendered this work easier than if complete relaying 
had been necessary. In the circumstances, eight nights 
were required for the re-railing itself (four on each road), 
and the adjustment of sleepers because of the elimina- 
tion or reduction of previous expansion gaps and _ the 
respacing at the joints was completed subsequently. The 
displaced 60-ft. rails were afterwards loaded up with the 
Robel cranes, this work occupying five nights. 


The Re-railed Track 


As re-railed the track consists of 62 pairs of 180-ft. 
rails, 5 pairs of 120-ft. rails and 16 pairs of 60-ft. rails. 
It was decided to adopt expansion gaps of } in. to facili- 
tate the removal of the rails if necessary, except at a 
few joints near the ends of the tunnel where the range of 
temperature is greater and the track is curved; in these 
positions standard expansion gaps as for 60-ft. rails have 
been adopted. The rail temperatures at the time of re- 
railing were measured each night with rail thermometers, 
and were found to vary between 51° F. and 59° F. 

Standard 11}-in. two-hole fishplates (except at insulated 
biock joints) and steel keys are used throughout; 25 
sleepers were already provided to each 60-ft. rail, and these 
have been respaced to provide joint sleepers at 1 ft. 5 in. 
centres at both welded and two-hole fishplated joints. 

This is the first occasion in this country when a main 
line tunnel of this length has been laid with long welded 
rails, and it is expected that the further adoption of long 
rails will prove particularly beneficial on the main lines 
to Brighton, Eastbourne and Portsmouth, which carry 
frequent, fast and heavy electric trains, where the main- 
tenance of fishplated joints is becoming an increasingly 
difficult problem owing to the frequency of the traffic 
and the heavy unsprung loads of the motor bogies. 
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1e [he smoother running and reduction of noise resulting side and other residential resorts which are being more and 
from the removal of a large proportion of rail joints is also more popularised by the excellent services of electric trains 
1s great importance on these lines, which carry a large provided by the Southern Railway. We comment editori- 
V- umber of regular passengers between London and the sea- ally (page 103) on this interesting work. 
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Modern Southern Railway Station Architecture 
if 
M [he two examples of 
5 Southern Railway architecture 
a which we illustrate alongside 
f imply demonstrate that the 
j company is as alive to the im- 
portance of a clean and modern 
¥ appearance at suburban stations 
© as in large towns such as 
Southampton (the Central 
station there, comparable in 
idiness of line with Hayes, was 
illustrated in our issue of Sep- 
tember 18, 1935). Our illus- 
trations show how up-to-date 
principles of design are varied 
t to accord with widely different 
surroundings. The concrete 
facade of Hayes station is 
ppropriate to its urban 


situation, whereas St. Mary 
Cray, carried out in_ brick, 
ierges pleasantly with its more 

, ral setting. The success of 
7 e architect in both cases is 
asured by the fact that his 
productions retain their dis- 
ictiveness as railway stations 
the same time as they fit 
ietly into their backgrounds. 
ie simplicity of frontage en- 
neces the clarity with which 
name of the company is dis- 
iyed, and gives added promi- 
nee to timetable display. Above: Hayes, Kent Below: St. Mary Cray 
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WALTON TRAINING SCHOOL, INDIA 


(Described in ** The Railway Gazette”? of March 5 last) 





Main 





Traffic operation model room, with electrically-worked model railway, complete signalling and full-size block instruments. 
Note the students working the various lever frames representing signal boxes, and wayside station in background 
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Walton Training 
School, India 


Right: Reading room combined 
with library, one of the many 
social amenities of the training 


school 


Left: A part of the mechanical 
demonstration room, showing the 
vacuum brake parts and diagrams, 


also valve gear on extreme left 





Right: Underframe fitted with 
vacuum brake gear and also typical 
damaged wagon for demonstration 


purposes at the school 
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BRIDGE WELDING IN INDIA 


A description of the introduction and application of electric 
arc welding on bridges on the North Western Railway 


LECTRIC arc welding, as an alternative to riveting, 
was introduced in the Bridge Department of the 
North Western Railway some six years ago. The 

assistant bridge engineers, when on leave in England, 
attended some of the schools run by the makers of elec- 
trodes in London and, on their return to India, the process 
was explained to the Indian workmen. Those who showed 
some aptitude towards welding were put to work on unim- 
portant welds where strength and appearance were of 
secondary consideration; and, in quite a short time a 
number of these illiterate workmen, recruited from the 
villages of the Punjab, became really efficient welders. 

The first plant was a single-operator petrol-driven set, 
but, in all subsequent sets, the crude oil engine has taken 
the place of the petrol unit. A number of single-cylinder 
12 h.p. Petter engines were available and these were used 
in making up belt-driven single-operator sets. The most 
recent plants have been built up with two-cylinder National 
and Lister oil engines connected to single operator 
generators. These sets put together in the bridge work- 
shops at Jhelum have resulted in a marked saving in first 
cost as compared with sets bought complete from the 
makers. The belt drive has been adopted for its greater 
degree of flexibility as compared with the more usual 
shaft coupling. Moreover, the belt drive facilitates dis- 
mantling when sets are sent out into the field and is also 
convenient for the interchanging of power units and 
generators at the time of overhaul. At the present time 
there are fourteen single-operator sets working inthe Bridge 
Department on this railway. Electric motor-driven sets 
are used in the workshops; but, in the field, all sets are 
driven by oil engines. 

Welding on structures, which includes bridges, is so 
far restricted to repairs and alterations and, although no 
attempt has been made to make an all-welded bridge, some 
ingenious applications have been made. 

Certain bridges have been strengthened in situ without 
interruption to railway traffic. A very large number of 
plate girder spans were weak in rivet bearing stresses 
near the bearings, and some hundreds of these girders have 
been strengthened by increasing the vertical legs of the 
flarige angles. Flats were riveted on to the webs with 
the edges bevelled and kept about } in. away from the 
toes of the angles. These flats were then welded to the 
angles, thus virtually converting the 4-in. legs of the 











Flat riveted to web and welded to angle, thus converting 4-in. 
leg of angle into a {-in. leg 


Specimen piece of girder used to determine the suitability 
of attaching stiffeners to a buckled web by welding 


angles into 7 in. legs, with the resultant reduction in 
rivet shear and bearing stresses. This practice has necessi- 
tated the use of air compressors for the drilling and rivet- 
ing on of the flats, and it might be argued that the same 
object might have been obtained more economically by 
welding the toes of the angles directly to the webs. But 
it must be remembered that welding was in its infancy 
and it was necessary to guard against the possibility of a 
careless operator burning craters in the web. Moreover, 
in the method adopted, bad welds could be easily cut 
out without fear of injury to the girders. On other plate 
girders, where the web plates themselves were over- 
stressed, new plates have been fitted between the angles, 
to which they have been welded all round. 

The webs of some 80-ft. plate girders have been streng- 
thened by the welding on of flat plate diagonal stiffeners. 
The web plates had buckled up to as much as 3 in. and it 
was obvious that they had to be strengthened if the life 
of the spans was to be prolonged. The use of the orthodox 
angle stiffeners riveted to the web was out of the question 
owing to the variations in the sizes of the packings that 
would have been required. The edges of the flats were 
suitably shaped to templates and by the judicious appli- 
cation of the welds, the web plates were ‘‘ drawn ”’ 
and the extent of the buckling reduced considerably. The 
work was carried out im situ and without interruption to 
traffic. 

Improvements in the bearings of small spans have been 
carried out by the fitting of stepped bearings which, riding 
on fixed bedplates, throw the reactions well back from 
the edge of the masonry. Prior to the introduction of 
welding, the fitting of these new bearings necessitated the 
removal of the girders from the line to allow the rivets 
to be put in from the underside of the bearing plates. 
But with welding, the girders have only to be jacked 
up about three inches to slip in the new bearings, which, 
cut proud of the old bearing plates, are fillet-welded to 
the girders. Air compressors are not required at site and 
the whole work is carried out by one operator, a fitter- 
driver with the welding set, and a few coolies to move 
staging, &c. New lateral angle bracings and stiffeners over 
the bearings have also been attached by welding. New 
rocker-cum-roller bearings have been fitted under some 
150-ft. spans. These bearings, costing 25 per cent. less than 
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Rocker-cum-roller bearing under 150-ft. spans. This bear- 
ing has been made from mild steel plates welded together 
new ones of cast steel, have been made of mild steel 
plates welded together and machined. 

An ingenious all-welded truss purlin has been adopted 
by the Railway Board for station roofs where the number 
of columns interfering with valuable platform space has 
necessarily to be kept to a minimum. As an experiment, 
one of these purlins was made in the bridge workshop and 
tested to destruction. These purlins, designed to carry 
a uniformly distributed load of 3 tons, are 50 ft. in length. 
The experimental one weighed 8-40 cwt., or less than 
19 lb. per ft. run. The welding of one of these purlins 
was accomplished in ten hours by one operator who used 
150 No. 10 SWG mild steel blue-asbestos-covered elec- 
trodes. In the test, the yield point was reached under 
a distributed load of 110 cwt. and complete failure took 
place under 150 cwt. Failure was entirely due to the 
buckling of the angles under compression and none of 
the welds showed signs of distress. To increase the factor 
of safety of these purlins, larger main runner angles and 
tees have been adopted in the standard design. A new 
station roof at Kalka embodies these purlins. 
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Other interesting work has been the replacement of the 
flooring of water tanks which have corroded and the weld- 
ing of expanded metal to steelwork prior to guniting for 
protection against corrosion. The new bracings between 
the cylindrical cast-iron piles of the Chinna Creek Bridge 
have been treated in this manner. 

It has been the policy on the North Western Railway 
to make full use of all steelwork released from the line 
after renewals have been carried out, and in the new 
Kauria footbridge across the yard at the east end of Delhi 
Main station which has just been erected, full use has 
been made of secondhand materials. The bridge is a 
riveted structure and has been fabricated in the workshop 
at Jhelum, but arc welding has been adopted for the 
flats which were too narrow to admit of the drilling of 
rivet holes. This footbridge is a cantilever structure and 
has a span of 135 ft. The central slung span ‘of 82} ft. 
is supported on the ends of two anchor spans, the columns 
supporting which rest on rocker bearings. These bearings 
have been made by slitting the main channels and bend- 
ing in the flanges over the rocker pin, the whole detail, 
together with the bases of these bearings, being welded. 

Different makes of electrodes have been tried, and at 
present those wound with blue asbestos have been more 
or less standardised. Better results are obtained when one 
particular brand is used than when frequent changes are 
made. Specifications for two grades of electrodes—struc- 
tural for the important work and ordinary for use where 
strength is of secondary consideration—have been drawn 
up and the physical properties of the deposited metal 
determine the grade into which the electrodes are classi- 
fied. The two chief tests to which the deposited metal 
is subjected give the tensile and ductile properties. The 
tensile properties are measured from a specimen of all-weld 
metal made by depositing successive runs along a Vee- 
shaped butt weld and then cutting out the specimen and 
turning it as shown in the accompanying sketch. The 
barrel of the specimen is finished off by polishing with 
fine emery cloth until it is free from machine marks and 
scratches. The ultimate tensile strength of the metal laid 
down for structural grade electrodes is required to be 
between 28 and 33 tons per sq. in. and the minimum 
elongation on a 2-in. length must not be less than 16 per 
cent. The power of the metal to withstand shocks is 
measured by tests on standard Izod specimens made with 
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Weld metal tensile test piece and impact test pieces, N.W.R. (India) 
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a butt weld at the point of fracture. The average Izod 
value of five impact test-pieces so made from structural 
grade electrodes must not be less than 30 ft.-lb. 

In addition to the tests carried out to determine the 
quality of the electrodes, a series of tests have been 
arranged for the operators. These have to be made by 
every welder at least once a month and, if the results fall 
below a certain standard, the particular operator is with- 
drawn from important welding work for a month at least 
after which he will have another chance in the next series. 
To make these operator tests of some scientific value as 
well as a check on the man’s capabilities, two tests are 
made on the same butt weld, one to check the tensile 
quality of the joint and one to form a comparative measure 
of its ductile properties. In making these tests, the 
operator Jays down a butt weld 4} in. long across two 
Vee-ed }-in. plates. Subsequently, these plates are sawn 
down the middle at right angles to the joint. One is 
then machined to form the usual standard tensile specimen 
and the other is tested in a vibratory machine designed 
to bend the specimen backwards and forwards so that 
the edges of the welded joint are alternatively subjected 
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The new Kauria footbridge at 

Delhi showing (enlarged in the 

lower view) one of the supports 

at the end of the cantilever 
span 
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50-ft. all-welded truss purlin. Details showing method 
of recording deflection under test 


to high tensile and compressive stresses. Records of the 
number of reversals before breakage occurs are kept and 
these form an interesting comparison between the tensile 
and ductile qualities of the same welds. The particulars 
of the plant used, the current, amps., volts and the time 
taken by each operator are kept. The amount of elec- 
trodes allowed (just sufficient to fill the joint) to each 
operator is kept constant. 

These monthly tests have been found to make the men 
keen and, although they obviously do try more when 
called on to make their monthly tests, there is no doubt 
that a spirit of rivalry has developed which has a bene- 
ficial effect on their work. 

Introducing a new practice such as electric arc welding 
into an old industry always bristles with difficulties, but 
to the bridge engineers of a great railway employing 
illiterate natives, it presents an even more difficult 
problem; and, it is interesting to review the steps which 
have been taken to introduce welding into the Bridge 
Department of the North Western Railway. 


50-ft. all-welded truss purlin tested to destruction 
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PERSONAL 


Mr. Joseph Bruce Ismay has resigned 
his directorship of the L.M.S.R. Mr. 
Ismay, who joined the L.M.S.R. board 
at 1 time of grouping, was formerly 
a Director of the L.N.W.R. He is son 
of the founder of the White Star Line, 
of which he is a former Chairman. 


Mr. Philip G. Johnson has _ been 
appointed Vice-President of Trans- 
Canada Air Lines, a new system of 
which Mr. S. J. Hungerford, Chairman 
and President of the Canadian National 
Railways, is President. Mr. Johnson 
is in ¢ harge of operating on the system. 

The Consolidated Brake & Engineer- 
ing Co. Ltd. announces that Mr. 
V. P. Rawlings, Engineer and Manager, 
retired on June 30, after completing 
nearly thirty years’ service with the 
company. By his appointment as 
Vacuum Brake Consultant exclusively 
to the company, Mr. Rawlings will 
maintain his association with the Con- 
solidated Brake & Engineering Co. Ltd. 


Mr. W. H. Burnand, who, as an- 


nounced in our issue of July 2, has 
retired from the Indian State Railways 
Service, was born in 1880 and after holding 
non-gazetted appointments on the East 
Indian Railway from 1897 to 1912, was 
appointed Assistant Traffic Superinten- 
dent on that line in the latter year. 
He was promoted to be District Traffx 
Superintendent in 1919, and became 
Coal Manager in 1923. Two years later 
he was appointed Deputy Chief Opera- 
ting Superintendent, and officiated as 
Divisional Superintendent from March, 
1926, to October, 1927, when he was 
confirmed in that grade. Mr. Burnand 
has been officiating, and later confirmed 
in the position of Chief Operating 
Superintendent since January, 1931, 
and it is this position from which he 
now retires. 

It is with regret that we learn of 
the recent death of Mr. Charles 
Henry Temple, who was Chief of 
Motive Power and Rolling Stock un- 
til his retirement from the Canadian 
Pacific Railway in 1928. A native of 
Montreal, Mr. Temple joined the C.P.R. 
as a labour chargeman in 1886, and 
became a locomotive foreman in the 
Mechanical Department in 1889. By 
1903 he had risen to be Master 
Mechanic of the Pacific Division and 
by 1905, Master Mechanic, Motive 
Power, at Winnipeg. In 1909, Mr. 
Temple was promoted to the post of 
Assistant Superintendent, Motive 
Power, Western Lines, being promoted 
to the position of Superintendent two 
years later. It was on January 1, 1921, 
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that he went to Montreal as Chief of 
Motive Power and Rolling Stock, in 
charge of the entire system, the position 
he held until his retirement. 


Mr. Phillips B. Motley, Engineer of 
Bridges for the Canadian Pacific Rail- 
way, retired on June 30 after 45 years’ 
service with the company. Born in 


Mr. P. B. Motley 


Bridge Engineer, Canadian Pacific Railway, 
1892-1937 


Calcutta, India, Mr. Motley completed 
his general and engineering education 
in England and joined the Canadian 
Pacific Railway Engineering Depart- 
ment at Montreal on August 13, 1892, 
when the late P. A. Peterson was 
Chief Engineer of the company. He 
occupied the positions of draughtsman, 
and Inspector of Bridges both in the 
shops and during erection, until 1903 
when he became Assistant Engineer in 
this department. In 1908 he was made 
Assistant Engineer of Bridges, and on 
June 1, 1911, the Engineer of Bridges 
of the company with headquarters at 
Montreal, exercising oversight over all 
design, construction, and supervision of 
bridges from the Atlantic to the Pacific. 
During his time he served under seven 
chief engineers. Among the more im- 
portant bridges for which he has been 
responsible are the Lethbridge viaduct, 
the world’s greatest steel trestle; the 
Edmonton City bridge, double-decked 
to carry both rail and street traffic; the 
crossings of various large rivers on; the 
prairies such as at Saskatoon, Outlook, 
Nipawin, and Winnipeg, besides the 
bridge at Galt, Ontario, and the bridge 
over the St. Lawrence River, near 
Montreal, P.Q., which was_ recon- 
structed to allow for double tracks; and 


Traffic Manager, to 


NEWS SECTION 


the Saint John, N.B., cantilever bridge. 
Mr. Motley is a member of the In- 
stitution of Civil Engineers of Great 
Britain, the American Society of Civil 
Engineers, the American’ Railway 
Engineering Association, and _ the 
Engineering Institute of Canada, besides 
the Professional Engineers of the 
Province of Quebec. He is succeeded 
bv his assistant, Mr. A. R. Ketterson. 
SouTtH AFRICAN APPOINTMENTS 

The following S.A.R. & H. appoint- 
ments are announced :— 

Mr. W. E. Turnbull, Assistant Chief 
be Chief Traffic 
Manager. 

Mr. J. D. White, System Manager, 
Durban, to be Assistant Chief Traffic 
Manager. 

Mr. J. S. de V. von Willich, System 
Manager, East London, to be System 
Manager, Durban. 

Mr. R. S. V. Parsons, System Mana- 
ger, Windhoek, to be System Manager, 
East London. 

Mr. G. H. Dawson, Superintendent, 
Operating, Cape Town, to be System 
Manager, Windhoek. 3 

Mr. A. W. Mechin, Superintendent, 
Commercial and Staff, to be Superin- 
tendent, Operating, Cape Town. 

Mr. J. E. McKenzie, Port Goods 
Superintendent, Port Elizabeth, to be 
Superintendent, Commercial and Staff, 
Cape Town. 

Mr. C. Mitchell, 
Goods Superintendent, 
Johannesburg, to be _ Port 
Superintendent, Port Elizabeth. 

Mr. J. A. Du Cellier, Goods and 
Passenger Agent, Pretoria, to be Out- 
side Assistant to Goods Superintendent, 
Kazerne. 


Outside Assistant 
Kazerne, 
Goods 


Mr. John Blackburn, Secretary of 
the former Caledonian Railway from 
1891 to 1920, whose death on February 
22 this year we recorded in our issue 
of March 5, left personal estate valued 
at £77,965. 

INDIAN RAILWAY STAFF CHANGES 

Mr. R. Mair has been. appointed to 
officiate as Divisional Superintendent, 
E.I.R., as from March 24, and has been 
promoted Deputy Chief Engineer, State 
Railways, in a provisionally permanent 
capacity. 

Mr. C. F. White has been appointed 
to officiate as Deputy Chief Mechanical 
Engineer (Locomotive), G.I.P.R., as 
from April 30. 

Mr. D. H. Hewitt has been appointed 
to officiate as Deputy Chief Mechanical 
Engineer (Carriage and Wagon), 
G.I.P.R., as from May 7. 

Mr. V. S. Sundaram, Controller of 
Railway Accounts, Railway Board, has 
been granted four months’ leave as 





Right : On June 6 a smart piece of erection 
work was completed at Fletchanstead on the 


L.M.S.R. The bridge concerned consists of 


14 steel plate girders each 68 ft. in length and 
weighing 14 tons. The total weight of steel- 
work involved was approximately 220 tons. 
At 3 a.m. the steelwork erecting staff of the 
Butterley Iron Works, Derby, began work, 
possession of the up and down lines being 
given until 9 a.m. The Rugby depot 36-ton 
breakdown crane was placed on the down line, 
and a material train on the up line, and the 
whole of the girder-work was completed in 
3} hr. Before 9 a.m. all the labour and 
tackle had left the site 


Right: New information bureau in 
Grand Central Terminal, New York 


(See article on opposite page) 
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Left: Three-cylinder standard 
Pacific type, class “ S,” No. 301, 
Victorian Railways, as now stream- 
lined, fitted also with streamlined 
high-capacity tender, for haul- 
ing the new Sydney Limited non- 
stop expresses between Melbourne 


and Albury (N.S.W.), a distance of 


190 miles. Photograph taken on 

June 5 during first trial run from 

Newport Shops to Seymour. (See 
Overseas notes on page 109) 
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from April 22, and Mr. H. C. Norbury 
has been appointed to officiate in his 
place from the same date. 

Mr. F. D’Souza, Director, Railway 
Board, has been granted leave for 6} 
months, as from April 14.- Mr. 
Cc. G. W. Cordon, of the M. & S.M.R., 
has been appointed to officiate in his 
place from the same date. 

Mr. H. Merson Davies, Deputy Chief 
Mechanical Engineer (Running) Loco- 
motive, E.I.R., has been granted 203 
months’ leave preparatory to retirement 
as from April 23. 

Mr. K. Peddie has been confirmed as 
Deputy Chief Engineer, E.I.R. 





RHODESIAN APPOINTMENTS 

Mr. D. Evans, Chief Accountant of 
the Rhodesia Railways, proceeded on 
leave prior to retirement on June |, 
1937. Mr. Evans served 3} years with 
the Barry Railway before going to 
South Africa to join the Cape Govern 
ment Railways, where he remained for 
four years until in 1904 he joined the 
Rhodesia Railways. He was appointed 
Chief Audit Clerk in 1906, Chief Clerk 
in 1911, Assistant Accountant in 1919, 
and Assistant Chief Accountant in 1921. 
Mr. Evans became acting Chief 
Accountant in 1926 and was confirmed 
in this appointment in 1928. 


Mr. N. F. Shillingford, A.C.A., 
A.S.A.A., Assistant Chief Accountant, 
has succeeded Mr. Evans as Chief 
Accountant of the Rhodesia Railways. 

Sir Henry Chapman, C.B.E., General 
Manager of the Rhodesia Railways, has 
resigned the chairmanship of the 
Rhodesia and Nyasaland Airways, and 
has been succeeded by the Hon. J. W. 
Downie, C.M.G., recently High Com- 
missioner, in London, for Southern 
Rhodesia. 

Sir Henry Chapman left Bulawayo on 
June 9 for six months leave in England. 
Captain H. Allen, Principal Assistant, 
will act as General Manager of the 
Rhodesia Railways during Sir H. 
Chapman’s absence. 

Mr. E. H. Gray, Chief Mechanical 
Engineer, Rhodesia Railways, is re- 
tiring, and will be succeeded by Major 
M. P. Sells, as recorded in our issue of 
June 11. 





The late Mr. J. S. Anderson, for- 
merly Secretary and Treasurer of the 
London Passenger Transport Board, 
whose death on March 12 was recorded 
in our issue of March 19, left estate 
valued at £36,179 (£19,855 net). 





Driver Thomas James _ Clarke, 
L.M.S.R., received the O.B.E. medal 
from the King at Euston on July 12, 
after bringing the Royal Train in from 
Scotland. The award was made to him 
in the Coronation Honours this year, 
.s recorded in our issue of May 14: 
Driver Clarke was in charge of the 
Coronation Scot train on the trial runs 
of June 29, when a speed of 114 m.p.h. 
was recorded on the down journey’ (see 
our issue of July 2). 
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Grand Central Information Bureau, New York 


(See illustration opposite) 


A new system for receiving and 
answering questions over the telephone 
was brought into use on April 1 in 
the information bureau of Grand 
Central Terminal, New York Central 
system. The new installation was com- 
pleted after five months’ work. The 
information bureau, one of the busiest 
in the world, set a record on the Friday 
before Labour Day last autumn, when 
15,400 queries were answered by the 
sixteen operators and six temporary 
assistants. The average for that day 
was 1,200 calls an hour, or 20 a minute 
Normally it is less than half this num- 
ber. 

The new system, which is of the 
three-roder turret pattern, serves 
patrons of both the New York Central 


and New Haven Railroads, and is the ° 


only one of its kind installed so far 
in a railroad terminal. Its operation 
is largely automatic, the information 
clerks receiving the calls without hav- 


ing to take time to throw keys as here- 
tofore. One of its features, completely 
new, is that if all the receiving opera- 
tors are busy answering questions, the 
excess incoming calls are stored elec- 
trically in the order received and then 
answered in turn as fast as a wire is 
cleared. The new system, and an en- 
larged force of 22 clerks, 6 more than 
previously, aided by the new automatic 
devices, will enable the bureau to 
handle many more calls and do this 
more expeditiously than has been pos- 
sible in the past. 

The bureau is housed in new quarters 
on an upper floor of Grand Central 
terminal in a room equipped with a 
special sound absorbing ceiling. To 
meet any emergency whereby the nor- 
mal supply of electric current might 
be cut off, wet batteries of sufficient 
capacity to operate the bureau’s ap- 
paratus for several days have been in- 
stalled. 








French and Belgian Summer Train Services 


Owing to certain alterations having 


been made in the French timetables 
between the preliminary announce- 
ments and the introduction of the 


French summer services on May 22, 
it is necessary to make one or two 
slight corrections to the notes on the 
alterations which appeared in our May 
7 and 21 issues. In order to give con- 
nection with Metz, the Paris-Nancy- 
Strasbourg railcars are stopping at 
Bar-le-Duc; the inward service there- 
fore leaves Strasbourg at 6 instead of 
6.20 a.m., and Nancy at 7.22 a.m., 
reaching Paris at 10.35 a.m., while the 
return journey begins at 7.50 instead 
of 7.55 p.m. from Paris, the train 
reaching Nancy at 11.2 p.m. and 
Strasbourg at 12.25 a.m.—an overall 
time of 4 hr. 35 min. each way for 
the 312.2 miles (68.1 m.p.h.). The 
Nord-Belge railcar service which covers 
the 226.7 miles between Paris and 
Liége in 3 hr. 50 min. northbound and 
3? hr. southbound, at 8.40 a.m. from 
Liége and 8.10 p.m. from Paris, in 
addition to the stops at St. Quentin, 
Aulnoye, and Charleroi, stops at Mau- 
beuge, Jeumont, Namur, and Huy in 
each direction—seven intermediate 
stops in all. 

As regards steam, the streamlined 
P.L.M. high-speed train between ‘Paris 
and Marseilles, in addition to the stops 
at Dijon, Lyons, and Avignon, is 
booked to call at Laroche and Valence, 
so that the longest non-stop run that 
it makes is, as usual, the 122.1 miles 
between Dijon and Lyons. The fastest 
point-to-point run is over the 77.2 
miles from Valence to Avignon, booked 
to be covered in 67 min., at a start- 
to-stop average of 69.1 m.p.h., and 
the second fastest run in France for 
which, steam is responsible. - On. the 


Paris-Orleans, in addition to the non- 
stop run of 250.3 miles from Paris 
(Austerlitz) to Limoges, performed by 
the Barcelona Express at 61.0 m.p.h. 
with electrical haulage, there is a run 
cf 165.3 miles from Chateauroux to 
Paris, as well as the two non-stop runs 
from Paris (Quai d’Orsay) to St. Pierre- 
des-Corps, 145.8 miles, made in 131 
and 133 min. respectively. One of 
these is the down journey of the Sud 
Express, and includes a conditional 
stop at Les Aubrais; if that is made, 
the Sud Express is then booked to 
cover the 69.5 miles from Les Aubrais 
to St. Pierre-des-Corps in 58 min., at 
71.9 m.p.h.—the fastest electric 
schedule in Europe. 

As regards the Belgian services re- 
viewed in the May 7 issue, the quick- 
est train bloc timing over the 70.8 miles 
from Brussels Midi to Ostend Quay has 
now been reduced to 65 min., and to 
64 min. from Ostend to Brussels (65.4 
and 66.4 m.p.h. respectively), but the 
trains concerned run from July 10 to 
September 2 only. The Cologne Pull- 
man is allowed 69 min. each way over 
the 72.2 miles between Brussels Nord 
and Ostend Quay, including a stop at 
Ghent. Inclusive of 2 min. at Ghent 
and 2 min. at Bruges stops, the hourly 
trains blocs between Brussels Midi and 
Ostend Quay are for the most part 
allowed 81 min. for the 70.8 miles. 
They leave the two terminals at the 
even hours throughout the day, and a 
similar express service, also at the 
even hours, with slight variations where 
international trains are concerned, is 
run between Brussels Nord and Liége, 
taking 75 min. eastbound and 72 min. 
westbound for the 62} miles; in this 
case there is no acceleration of the 
previous times. 
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Institute of Transport Visit to Germany 


(From our special correspondent) 


[his visit concluded on Sunday last 
(July 11) when those taking part 
returned to London and, within a few 
minutes of their arrival at Victoria 
station, were dispersed and swallowed 
up by London’s transport facilities. 
[he speedy disappearance at Victoria 
of the friends we have made and with 
whom we would wish to shake hands 
before separating, is always one of the 
disappointments of a Continental tour, 
but it is a tribute to London’s trans 
port and to the Englishman’s 
traditional love of home, and so long 
is it is the greatest disappointment of 
1 tour abroad, we must not complain 
ot it 

In our issues for July 2 and July 9, 
the progress of the institute tour ‘was 
outlined up to the time of the departure 
from Munich on July 6. The next 
city at which a stay was made was 
Wiesbaden, whence visits were made to 
Frankfort and Heidelberg. On the 
evening of the arrival at Wiesbaden, 
the party was entertained at dinner in 
the famous Kurhaus by Dr. Krebs, the 
Oberbiirgermeister of Wiesbaden. In 
a forceful and interesting speech he ex 
tended a very cordial welcome to the 
visitors and expressed the hope that 
ifter so much rushing about they would 
be glad of the restful atmosphere of 
his city. He proceeded to refer to the 
development of Germany, and appealed 
for a continued and increased under 
standing between the English and 
German peoples. 


Mr. T. E. Thomas, the General 
Manager for Road Transport of the 
L.P.T.B., acknowledged the welcome 


on behalf of the institute and, in the 
course of a humorous speech, spoke of 
Wiesbaden as a city known best to 
Englishmen as one to be visited to 
pair the ravages of time. 


se 
He went on 
to praise the vigour with which Ger 
many had tackled its problems and 
said that in the course of the institute 
tour, the German people had 
themselves kind, hospitable 
generous. 

At Frankfort on July 7, there was a 
reception by the Oberbiirgermeister in 
the beautiful Town Hall (The Rémer) 
which, although reconstructed in parts, 
still fills the visitor with memories of 
the Holy Roman Empire. Frankfort 
was the coronation city of the Holy 
Roman Emperors from 1562 onwards, 
and it was in the Rémer that the new 
Emperor dined with the electors. Mr. 
E. C. Cox, a Vice-President of the 
institute, replied to the Oberbiirger- 
meister’s address of welcome, and 
among those present at the gathering 
was Dr. Steuernagel, the Divisional 
General Manager at Frankfort of the 
German State Railway, who welcomed 
the party on behalf of the Reichsbahn. 
He referred to railwaymen as providers 
of transport which does not end at 


shown 
and 


national frontiers, and said they were 


proud that they could cross’ the 
boundaries of different countries, and 
thus be recognised as pioneers in 


arriving at mutual understanding. 
After lunch at the Ratskeller, the party 
motorcoaches and visited the 
historic city of Heidelberg, renowned 
for its university and its picturesque 
castle which, though it has been ina 
state of ruin since the end of the 17th 
century, amply retains its grace and 
nobility. 

The journey to Heidelberg was made 


joined 


via a new State Motor Road which 
runs there from Frankfort. This road 
is of special interest as it was the 


frst of the new mctor roads to be built, 
the section between Frankfort and 
Darmstadt having been opened by 
Herr Hitler on May 19, 1935—20 
months aiter the inception of the work. 
Shortly after leaving Frankfort, the 
Rhein-Main Airport, opened in July, 
1935, was passed, and towards the end 
of the journey special interest was 
shown in the triangular junction with 
the Mannheim Motor Road. This is 
the only example of this type of junc- 
tion, as a considerable area is required 
and the expensive layout can be justi- 
fied only where there is very dense 
trathy 


By Rhine Steamer to Coblenz 


On July 8 the next stage of the tour 
was made by Rhine steamer. The 
party left Wiesbaden in motor coaches 
and after a short journey embarked, at 
Riidesheim, on the ss. Schiller a fine, 
speedy and commodious ship which 
had been reserved for the sole use of 
the visitors by the Cologne-Diisseldorf 
Steamship Company (6ln-Diisseldorfey 
Rieindampfschifffahrt). Dr.  Stotte, 
the Publicity Manager on behalf of the 
General Manager of the company, 
Herr Thiele, welcomed the party and 
said that his company greeted promi- 
nent representatives of English trans- 
port with the utmost pleasure, not only 
because of the general interest of Ger- 
man tourist traffic and the _ badly 
wanted exchange between the two 
nations, but also because the history 
of his company and the development 


of tourist traffic on the Rhine was 
closely connected with England and 


Englishmen. 

Dr. Stotte proceeded to outline the 
history of the Cologne-Diisseldorf 
Steamship Company and showed how 
in 1836 the General Steam Navigation 
Company had shared in its formation 
to a very important extent. Further 
connections with England were given 
by the fact that the first steam engines 
for the company and, later, entire 
steamships were built in England, and 
that the Rhine had been frequently 
a subject of praise by great English 
writers, including Byron and Words- 
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worth. Speaking on behalf of the 
members of the institute, Mr. R. Keiso, 
Director of the General Steam Naviga- 
tion Company, thanked Dr. Stotte for 
his welcome and for his interesting 
speech. He spoke of the relations of 
the General Steam Navigation Com- 
pany with the Rhine traffic and voiced 
the high appreciation of the visitors 
at the handsome gesture of the 
Cologne-Diisseldorf company in placing 
the ss. Schiller entirely at their <dis- 
posal tor the journey over what was 
probably the most beautiful part of 
the Rhine. 

With the aid of pictorial maps which 
were presented to members of the 
party, on embarkation, the chief 
features of the journey from Riides- 
heim to Coblenz were easily followed 
and the never-ceasing ands greatly- 
varied traffic of the Rhine, carried in 
substantial and trim ships and barges, 
was a constant source of interest. 

After passing through the pontoon 
bridge, and manoeuvring so that a fine 
view was had of the colossal copper 
monument of Kaiser Wilhelm L which 
stands at the confluence of the Rhine 
with the Moselle, the ss. Schiller came 
to rest at the quayside and the visitors 
hurried to their hotels to prepare them- 
selves for the dinner to be given the 
same evening in their honour at the 
Riesenfiirstenhof Hotel, by Dr. Remy, 
the General Manager of the Cologne 
division of the German State Railway 

Dr. Remy presided at the dinner and 
proposed the health of his guests, say 
ing that ever since the existence of 
railways, engineers had found their 
way to England to study the British 
railways and to utilise in Germany the 
knowledge thereby gained, and that 
they carefully followed the develop 
ment of the British railways from that 
excellently edited British publication 
THE Raitway GazeTreE. Dr. Remy 
spoke of the differences in the applica- 
tion of technical science in England and 
Germany, and said that if everything 
could not be transmitted from one 
country to another, it would always be 
of advantage for each to study the con 
ditions of the other. In Germany, 
they had especially studied what had 
been done in Great Britain to solve the 
road and rail problem, and they had 
been astonished at the improvements 
planned for British air routes to the 
Colonies. Dr. Remy concluded by 
hoping that the institute visit would 
result in frequent visits of British 
people to Germany and the Rhine 
Country in 1937, for ‘‘ mutual know 
ledge-of each other is the basis for a 
peaceful and friendly co-operation.” 


Dr. Remy was supported by the 
Oberbiirgermeister of Coblenz, who 


had himself been a railwayman, and 
the response to the toast was made by 
Mr. H. H. Mauldin, Divisional Super 


intendent, Southern Area, Eastern 
Section, L.N.E.R., in a felicitous 
speech. The proceedings concluded 


with an expression of thanks by Mr 
E. C. Cox, to the Secretary of the insti 
tute and his staff, after which many of 
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| 
the ompany paid a _ visit to the 
So, ful Weindorf. Civic Interest in Southern Railway 
a Visit to Cologne Electrification 
ng un Coblenz the party travelled 
of rain to Cologne. Here a tour of Closely following the formal inau- At Alton the party was completed by 
m- ity was made, in the course of guration of electric traction between the addition of : 
ed the visitors were received and London and Portsmouth on July 1, Mr. E. J. Chesterfield, J.P. (Chairman of the 
rs ned at the town hall by Biirger- when a civic luncheon in celebration of Urban District Council); and Capt. J. B. 
he ter Ebel, whose remarks were the event was given by the Mayor and ro atl Pe the Alton and District 
ng fully acknowledged on behalf. of Corporation of Portsmouth to repre- pemcinielseataciigear Acs 
is- party by Mr. D. Ross-Johnson, a sentatives of the Southern Railway and A fast run back to Aldershot was then 
a President of the institute. other guests, the official opening cere made and at the South Western Hotel 
of the evening of Friday, July 9, mony of the electrified line to Aldershot, the railway company entertained its 
; eve of our departure from Ger- Farnham, and Alton took place on guests. 

h y, the opportunity was taken to July 5. The complete change-over The Mayor of Aldershot congratulated 
he tertain, privately, Herr Ober-Ing. Dr. from steam to electric traction actually the company upon its latest achieve- 
f Wagner, head of the Reichsbahn took place on both routes on Sunday, ment, and said the service was needed 
5 | motive Department, who had been July 4. The Alton extension covers in that part of the country. The 
do | ially deputed by Dr. Dorpmiiller to 22 route miles and opens up fresh railway company, he knew, would 
oy mpany the party as his personal possibilities for residents in this part always give that care and comfort 
in presentative. Dr. Wagner hadtakena 
g, reat interest in the tour and had been 

helpful to all with whom he had 
mn ome into contact. As a mark of 
le ppreciation and as a memento of the 
I tour, a crystal glass goblet, suitably 
h scribed, was presented to him. 
le Opportunity was taken to tendet 
le thanks to Herr Neumann, of the Ham- 
cs surg Division of the German State 
oi Railway, and his wife who had also 
le ompanied the party, and who wer 
if itertained with Dr. Wagner. 
e Homeward Journey 

Che party left Cologne station on 

d Saturday, July 10, at 2.30 p.m. for 

last stage of the journey on the 
of Continent The platform was_ gail 
r lecorated with flags, and the large 
h wd present and the cheerful music 





f the band sent to give the party a 
t od send-off, created a most festive 


The official party at Alton station 


osphere. Che platform crowd and 


passenger gave each other a 


pontaneously happy and cordial far 


ell, which aptly summed up the 


elation between the visitors and the 
visited throughout the tour. It was an 
ippropriate termination of this visit to 


erman\ 
The special train proceeded right 


hrough to Ostend, and after a night’s 


st there the journey to London was 


resumed in the ss. Princess Astrid, by 
which the outward journey had been 


ade: and at Dover, we found our old 
iend the Southern Railway waiting 
hasten us on the last part of our 
vel and to give us a final happy 
emory of a notable Continental tour 
{ the Institute of Transport. 











Forthcoming Meetings 


21 (Wed.)—Bombay, Baroda & 
Central India Railway Company 
General), Southern House, Cannon 
Street, E.C.4, at 1 p.m 

y 23 (Fri.).—Egyptian Delta Light 
Railways Limited (Annual Ordinary 
General), Winchester House, Old Broad 
Street, E.C., at noon 

26 (.on.)—Costa Rica Railway Co. 
Ltd. (Ordinary General), Winchester 
House, Old Broad Street, E.C., at 
11 a.m. 


of West Surrey and Hampshire, besides 
providing greatly improved services 
for the three towns mentioned. This 
being the case, the official opening was 
naturally an event to be accorded full 
civic honours. A special train went 
down from Waterloo and among South- 
ern Railway officials on board were : 

Mi a. Missenden (Traffic Manager), 
Mr. H. Jones (Electrical Engineer), Mr. W. J. 
England (Assistant Superintendent of Opera 
tion), Mr. S. W. Smart (Assistant for Train 
Services), and Mr. F. V. Milton (Superintendent 
of Advertising). 

At Aldershot the party was joined 
by: 

[he Mayor of Aldershot (Councillor W. J 
North, J.P.) ; Mr. D. Llewellyn Griffiths, O.B.E- 
(Town Clerk); Mr. T. W. Llovd (President of 
the Aldershot Chamber of Commerce); Mr. 
H. Baker (a member of the Aldershot Borough 
Council) ; Mr. J. B. Parker and Mr. H. Neville 
Gray (respectively General Manager and Traffic 
Superintendent of the Aldershot and District 


fraction Co. Ltd.); Mr. W. H. T. Cunnington, 
J.P. (Chairman of the Farnborough Urban 


District Council); Mr. D. Stuart Jones (Clerk 
to the Farnborough Urban District Council) ; 
and Mrs. F. W. Kent (representing the President 
of the Farnborough Chamber of Commerce). 

At Farnham the following boarded the 
train : 

Mr. A. J. Figg, J.P. (Chairman of the Urban 
District Council); Mr. A. A. Minns (Clerk to 
the Council); and Mr. S. A. Baber (President 
of the Farnham and District Chamber of 
Commerce). 


which the travelling public demanded, 
and he asked Mr. Missenden to convey 
to the directorate the grateful thanks 
of the towns concerned for introducing 
this latest system of travel. Mr. 
Missenden in reply said the electrifica- 
tion to Alton was just another step 
in the progressive policy of the Southern 
Railway. He pointed out that the 
Southern suburban electric service was 
the largest electrified service in the 
world. His company had also the 
longest main-line electrification in the 
United Kingdom. Up to the present 
the Southern Railway had spent 
£16,000,000 on electrification. Routes 
that had been electrified had in every 
case proved successful and he had no 
doubt that Aldershot, Farnham, and 
Alton would see the same result. 

A toast to the three towns was then 
drunk, and was responded to by Messrs. 
Figg, Chesterfield, and Cunnington. 








NEw SoutH WALES GOVERNMENT 
RAILWAYS.—The New South Wales 
Government Railways Administration 
announces a surplus for the year 
ended June 30, 1937, of approximately 
£30,000. This is the first surplus for 
12 years. 
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THE MONTH’S 


Supply of Electricity to Railway 
Attorney General v. Liverpool Corpora- 
tion and L.M.S.R. Company, 1937, 
W.N. 209 
The London Midland & Scottish Rail 
way Company in 1923 became the 
owner of the Wirral Railway. That 
railway passes through the Birkenhead 
Corporation area of supply and that of 
other corporations, but not through the 
Liverpool Corporation area. The 
Wirral Railway is being electrified, and 
in 19386 the L.M.S.R. invited tenders 
for the supply of electricity from both 
the Liverpool and Birkenhead Corpora- 
tions. It accepted the Liverpool tender 
ind applied to the Ministry of Trans 
port for his consent to the supply. An 
action was then commenced at the in- 
stance of the Birkenhead Corporation, 
who alleged that the Liverpool Corpora 
tion was not competent to give the 
supply, because the Wirral Railway 
was not part of a railway undertaking 
of which the defendant company was 
owner, and that by the Electricity 
(Supply) Act, 1926, s. 47, the under 
takers were empowered only to supply 
the owners of a railway which runs 
partly within and partly without their 
area, and that therefore the Liverpool 
Corporation was not entitled to supply 
the railway company with electricity 
under that section, even with the con 
sent of the Minister of Transport. Mr. 
Justice Singleton, however, refused to 
sive effect to these contentions. It 
seemed to him that, when the Wirral 
company was absorbed by the larger 
railway in 1923, it became part of the 
iumalgamated railway for all purposes, 
and therefore as this railway was partly 
within the Liverpool area of supply, it 
was within the power of the Liverpool 
Corporation under s. 47 to supply 
electricity to the company for haulage 
or traction. point was made 
that the supply was not particularly 
for haulage or traction,’’ but as to 
this the learned Judge found that there 
was a supply for general purposes and 
this included haulage and_ traction. 
The Minister of Transport was there 
fore competent to give his consent to 
the corporation supplying electricity for 
the purposes of the railway and the 
iction was dismissed. 


Some 


International Air Carriage 


*hillipson v. Imperial Airways. (The 
Times, June 9, 1937.) 
By a convention at Warsaw which 
came into force on February 13, 1933, 


30 states entered into an agreement in 
the French language for the unification 
of rules’ relating to _ international 
carriage by air. Two of these states 
were Great Britain and France. 
Doubts arose as to the meaning of 
the words ‘‘ High Contracting Parties "’ 
in this document, whether it referred 
to the original 30 states, and any who 
afterwards acceded to it, or whether it 
referred only to the various states as 
ind when they ratified the convention. 
Five states ratified on February 13, 
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1933, but others only came in after- 
wards, and Belgium did not become 
a party until October, 1936. 

In July, 1982, the convention was 
further ratified in Great Britain by Act 
of Parliament, and it was provided that 
Orders in Council might be made from 
time to time certifying who were the 
other high contracting parties. It did 
not appear that such orders had as yet 
been made. At all events Belgium was 
never ‘‘ certified ’’ under the Act, as a 
party to the convention. 

rhe difficulty of the situation 
apparent in the above case, in which 
a consignment of gold for carriage from 
London to Brussels was stolen from 
Croydon aerodrome in March, 1935. 
The gold was entrusted to the defen- 
dants at Croydon by a company which 
acted as agents for the plaintiff. While 
awaiting transportation to Brussels it 
was stolen at night at Croydon Aero 
drome. [The Warsaw Convention 
applies only to international carriage 
where the carriage is from the territory 
of one high contracting party to 
another’s, and the defendants’ liability 
here depended on whether the carriage 
‘ international carriage ’’ or not. 
‘‘ international carriage ”’ 
liable as a party 
then they 
of the 


was 


was 
If it was 
then they might be 
to the convention. If not 
were protected by the terms 
contract. 


The Warsaw Convention 

In the case of ‘‘ international ’’ 
carriage, Articles 17 to 30 of the con- 
vention, swept away the English com- 
mon law liability and_— substituted 
general statutory liability for all loss. 
The matter was further complicated by 
the fact that the consignment note was 
subject to certain terms contained in 
a book issued by the International Air 
Iraffic Association (I.A.T.A.). These 
conditions applied both to internal and 
international carriage. But in the case 
of international carriage these terms did 
not apply when the consignment note 
certain particulars which 
present in the note under 


contained 
were not 
discussion. 

Mr. Justice Porter, who was called 
upon to decide the question of liability 
for the lost gold, was of opinion that 
‘* High Contracting Parties ’’ as used 
in the Warsaw Convention meant all 


the original signatories together with 

those who afterwards acceded to it. 
Upon the question of the English 

contract of carriage of goods from 


London to Brussels he held that the 
meaning of the phrase ‘‘ High Contrac- 
ting Parties ’’ was that which it bore in 
the English Act of Parliament of 1932, 
namely, the parties declared by Order 
n Council to be high contracting 
parties. No such order had been made 
relating to Belgium, and, indeed, she 
did not become a party to the conven- 
tion until October, 1936, while the 
theft took place in 1935. He therefore 
declared the carriage not to be inter- 
national, with the result that the 
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carriers were protected by the terms of 
the contract and the plaintiffs could 
not recover. 

In conclusion it should be observed 
that even where the carriage is inte: 
national and the articles of the cor 
vention apply so as to impose a general 
statutory liability, it is necessary that 
the consignment note should contain a 
statement that the carriage is subject 
to the rules of liability established by 
the convention. Otherwise the carrier 
may still be able to rely on protection 
in his contract. 


Claims under the Fatal Accidents Act 
Avery v. L.N.E.R. Company, (1937 
2 A.E.R. 777. 
This case consisted of four appeals 
under the Fatal Accidents Acts and the 
Employers Liability Act by widows of 


four workmen who had been killed 
when working on the line as_ plate 
layers. In Avery’s case the widow had 


recovered the maximum amount, £396, 
under the Employers Liavility Act, 
1880. By Section 3 of that Act the 
amount recoverable under the Act must 
not exceed the man’s estimated earn 
ings for three years preceding the in 
jury, of a person of the same grade and 
in the like employment. The Court 
of Appeal in this case held that the 
recoverable means the total 
sum payable to the whole group of 
persons (i.e. widow and children) en 
titled to recover. The widow was 
therefore entitled only to the propor 
tionate share due to her, regardless of 
whether the children claimed or not. 

So under the Fatal Accidents 
Amendment Act 1864, under which the 
widows had brought their actions, 
the widows must be taken to have 
brought them in the same way as if 
they had been the personal representa 
tives of the deceased, namely for the 
benefit of the whole family group. The 
children had claimed compensation 
under the Workmen’s Compensation 
Act, 1925, and by s. 29 sub. s. 1 of 
the Act the employer in that case is 
not liable to pay the compensation in 
dependently of that Act. The county 
court Judge here had wrongly awarded 
the widow the full sum of damages 
ascertained instead of taking into 
account the damage suffered by all the 
defendants and awarding her only the 
proportionate share due to her. _ 

A further point in this group of cases 
was that the children had elected to 
claim compensation under the Work 
men’s Compensation Act, 1925, and 
beyond that, the employer by section 
29, subs. 1 of the Act was not liable 
independently of that Act. It was 
argued that this prevented their mother 
from suing under the Fatal Accidents 
Act and the Employers Liability Act 
as she had elected to do, but the Court 
of Appeal held that she was quite free 
to take this course. Those who take 
a close interest in the legal aspect of 
the above case should note that Gill v. 
Fortescue & Sons, Limited, which was 
a similar case decided in 1913, was not 
approved by the Court of Appeal in 
Avery’s Case. 


sum so 
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NOTES AND 


The Opening of the Storstrom 
Bridge.—This 2-mile long bridge on 
he main route between Copenhagen and 
Berlin is to be opened on September 26, 
the birthday of King Christian of 
Denmark. It was described in our issue 
March 20, 1936. 


Railway Dividend Announce- 
ments.—The dates on which announce- 
ments as to interim dividends are 
likely to be made by the following 
ailway companies are: July 22, South- 
rn; July 24, London & North Eastern ; 
july 29, London Midland & Scottish ; 
july 30, Great Western. 

The Mowatt Challenge Cup Com- 
petition, 1937 .—The final cricket match 
for the challenge cup presented by the 


te Kt. Hon. Sir Francis Mowatt, 
G.C.B., was played on the L.N.E.R. 
Great Northern Section) Athletic 
Ground at Gordon Hill, on July 8, 
when the Mechanical Engineers’ team 
from Doncaster beat the Engineer’s 


Department by 123 runs to 75 runs. 
rhe cup was presented to the winning 
im by Sir Nigel Gresley. 


Northern General Transport Co. 


Ltd._-The capital of this company, 
which is controlled jointly by the 
L.N.E.R. and the British Electric 


fraction Co. Ltd., is to be increased 
to £1,000,000 by the creation of 59,000 
rdinary shares of £1, and £138,514, 
art of the reserve, is to be capitalised 
nd applied in distributing to ordinary 
hareholders 138,514 fully paid ordinary 
| shares, in the proportion of one for 
every four held. The present issued 
capital is £854,053 out of £950,000 
authorised. 


Government Inspection in Spain. 

Under a decree published in the 
Official Gazette in Valencia, and dated 
June 12, 1937, the Comisarias appointed 
under the law of September 9, 1932, for 
the inspection of the railways of the 
Northern, Central, and Southern zones 
ire abolished, and the railways included 
in their districts will be distributed for 

at purpose henceforward as follow 
those of the Northern Zone in the 
First Region and 
those of the Central and Southern Zones 
in that of the Third Region, the Second 
Kegion continuing without change. 


London Transport Bill.—The third 
reading of the London Passenger Trans- 
port Board Bill in the House of Lords 
vas moved on July 14 by Lord Ashfield, 

ho explained the necessity for the 
xtension line from Edgware to Alden- 
1am and for the acquisition of a site 
fora depot at Aldenham. Lord Brocket 
moved to delete the clause relating to 
ie proposed extension. A site, he said, 
ad been found for an extension which 
ould not pass through the Green Belt 
ind would be less expensive to construct. 
iscount Horne and the Earl of Erne 
for the Ministry of Transport) supported 
the retention of the clause. Lord 
brocket’s amendment was rejected by 


THE RAILWAY GAZETTE 


NEWS 


53 to 24, and the Bill was read a third 
time and passed and returned to the 
House of Commons. 


Collision near Le Mans.—About a 
mile from Le Mans on the French State 
Railways, a collision occurred between 
two trains, on July 10, causing the death 
of nine persons and injury to 30 or 40 
more. 


Argentine Transandine Railway. 

The terms of the agreement for the 
purchase of the Argentine Transandine 
Railway by the Argentine Government 
have been notified by the company to 
the shareholders. The Government has 
agreed to pay £675,000 in 4 per cent. 
guaranteed railway sterling bonds, with 


DURRINGTON 
ON SE 5 
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1937, were $/8,904,413, an improve- 
ment of $8,182,750, and the net earnings 
for the five months were $6,232,761, an 
increase Of $3,767,163 over those for 
the corresponding period of 1936. 


Durrington - on - Sea. The fifth 
station within the Borough of Worthing 
was opened for traffic at Durrington-on- 
Sea on Sunday, July 4. The station, 
which lies midway between West 
Worthing and Goring, is designed to 
serve the now rapidly developing west 
ern portion of the town, and when com- 
pleted will be a £20,000 structure with 
brick-built booking offices and waiting 
rooms. It is being erected adjacent 
to Field Place Estate and the new road 
bridge will eliminate a level crossing 
at this point. The station is being 
built to the designs of the architect 
to the railway company, with Messrs. 





Durrington-on-Sea station, Southern Railway 


a 1 per cent. sinking fund, together with 
£75,000 cash. It will continue to be 
responsible for the existing 5 per cent. 
(Government bond) debenture 
relieving the company from all obliga- 
tion. The Government's holding of 
11,250 deferred shares is also cancelled. 


stock, 


Canadian -acific 
Gross earnings of the Canadian 
Railway for the month of May 
amounted to $11,834,000, an increase 
of $612,000 in comparison with May, 
1936. In the working expenses of 
$10,260,000 there was an increase of 
$488,000, leaving net earnings $124,000 
higher, at $1,574,000. Aggregate gross 
earnings for the first five months of 
1937 were $55,371,000, an improvement 
of $4,284,000 on the first five months 
of 1986, and the net earnings of 
$7,065,000 were higher by $1,450,000. 


Earnings. 
Pacific 
1937, 


Canadian National 
For the month of May, 1937, 
earnings of the Canadian National 
Railways amounted to $16,870,826, an 
increase of $1,470,705 over May, 1936. 
Operating expenses ($15,204,576) ad- 
vanced by $738,006, to leave net earn- 
ings of $1,666,259, which were $732,699 
higher than for May, 1936. Aggregate 
gross earnings from January | to May 31, 


Earnings. 


aie 
2TOSS 


Yates, Cook & Darbyshire, architects 
to the estate, collaborating, under the 
superintendence of Mr. George Ellson, 
O.B.E., the Chief Engineer to the 
Southern Railway. The bridge at the 
end of the station carries the main 
artery of the 350-acre estate, a twin road 
70 ft. wide and some 3,000 ft. long. The 
arch has recently been subject to a test, 
and the maximum crown deflection for 
the 97-ft. span under a rolling load of 
66 tons was 37} thousandths of an inch. 
The bridge has been built by the 
engineers to the estate, Messrs. Henry & 
Kk. H. Greenly, B.Sc. ;: Peter Lind 
Limited was the contractor and Messrs. 
Yates, Cook & Darbyshire the con- 
sulting architects. 

Visit of the King and Queen to 
Wales.—The King and Queen accom- 
panied by their suites, visited Wales on 
Wednesday and Thursday, their tour 
including the commercial centres of 
South Wales, much of the Special Area, 
and along the coast from Cardigan 
Bay to Caernarvon, covering in all a 
distance of nearly 300 miles. They left 
Paddington at 10.30 p.m. on July 13 


in the london Midland & Scottish 
Railway Royal Train, consisting of 
eleven vehicles, drawn by the Great 
Western Railway engine No. 4082, 
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Windsor Castle, and reached Ports- 
kewett at 2.0 a.m. on July 14, where 
they spent the night in the train. 
Leaving Portskewett at 9.40 a.m., the 


train reached Newport at 10.0 a.m. 
Their Majesties then detrained and 
subsequently proceeded by road _ to 
Cardiff, and through the mining 
valleys of Pontypridd, Aberdare and 
Neath to Swansea. The train had 
meanwhile been worked to Swansea 


(High Street) station, where the Royal 


party rejoined it at 7.0 p.m. and 
travelled to Pencader. Their Majesties 
remained in the train at that point 


until 8.40 a.m. on July 15, when it 
left for Aberystwyth, reaching there 
at 10.20 a.m. After attending various 
functions, their Majesties left in the 
train at 12.0 noon for Caernarvon 
(L.M.S.R.), arriving there at 3.0 p.m. 
The Royal party departed from there 
at 6.0 p.m. and reached Euston at 
10.55 p.m. the same night Sir James 
Milne, s.«...¥.0.. ee General 
Manager, and Mr. F. R. Potter, Super 
intendent of the Line, of the Great 
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Western Railway, travelled with the 
train to Afonwen, where it was handed 
to the London Midland & Scottish 
Railway, from which point Mr. C. R 
Byrom, O.B.E., Chief Operating 
Manager of that company was respon- 
sible for the arrangements 

Road Accidents.—The Ministry of 
Transport return for June of persons 
killed and injured in road accidents is as 
follows. The figures in brackets are the 
fatalities for the corresponding period of 


last year :— 
Injured 
Killed Serious Slight 
England 
Pedestrians 147 (146 1,046 4,042 
Others . . 295 (314 3,023 10.633 
Wales 
Pedestrians ; 5 (7 54 ISS 
Others ... ww SOO 127 $17 
Scotland 
Pedestrians ce 20 (27 169 $72 
Others : 34 (28 327 919 
525 (539 4.746 16.671 


The total fatalities for the preceding 
month were 584, compared with 504 in 
the corresponding period of 1936. 








British and Irish Traffic Returns 





| Potals for 27th Week 





otals to Date 








28th week 


GREAT BRITAIN | —sSsSs ———nn| : = 
} | 
| 1937 1936 Inc. or Dec 1937 1936 Inc r Dec 
| 
cilen | 
L.M.S.R. (6,8714 mls.) | f f f / f f 
Passenger-train traffic. 623,000 | 600,000 23,000 | 12,762,000 | 12,264,000 498,000 
Mere handise, &« $96,000 | $74,000 29 OOO 13,233,000 | 12,847,000 386,000 
Coal and coke 216,000 212,000 $000 | 7,089,000 | 6,595,000 494,000 
Goods-train traffic 712,000 | 686,000 | 26,000 | 20,322,000 | 19,442,000 S80,000 
otal receipts 1,335,000 | 1,286,000 | 49,000 | 33,084,000 31,706,000 1,378,000 
L.N.E.R. (6,315 mls.) | 
Passenger-train traffic... $27,000 | 405,000 | 22.000 | 8,347,000 | 7,973,000 374,000 
Merchandise, &c. ae 323,000 315,000 ! 8,000 9.143.000 8,729,000 | 4 414,000 
Coal and coke | 228 000 223,000 } 5,000 | 6,762,000 | 6,328,000 | 434,000 
Goods-train traftic 551,000 538,000 }4 13,000 | 15,905,000 | 15,057,000 848,000 
fotal receipts 978,000 | 943,000 |4+ 35,000 | 24,252,000 | 23,030,000 | + 1,222,000 
G.W.R. (3,7384 mls. } | 
Passenger-train traftic.. } 275,000 276,000 1,000 | 5,319,000 5,138,000 IS1,000 
Merchandise, &c. ..| 200,000 191,000 | 9,000 | 5,319,000 5,123,000 | 196,000 
Coal and coke | 107,000 92.000 | 15,000 | 3,029,000 2,713,000 316,000 
Goods-train traffic f 307,000 | = 283,000 | 24,000 | 8,348,000 7,836,000 512,000 
rotal receipts F “oul 582,000 559,000 | 23,000 13,667 000 12,974,000 693,000 
| ' 
S.R. (2,157 mls. | | 
Passenger-train traffic...) 390,000 373,000 17,000 8,154,000 | 7,720,000 434,000 
Merchandise, &c. .. 63,000 | 62,500 | 500 1,635,500 1,687,500 | 52,000 
Coal and coke - 23,000 26,500 | 3,500 829,500 | 838,500 9,000 
Goods-train traftix wal 86,000 89,000 3,000 | 2,465,000 2 526,000 61,000 
rotal receipts ... : 476,000 462 000 14,000 10,619,000 10,246,000 | 373,000 
| 
Liverpool Overhead 1,383 | 1,281 102 34,086 31,233 | 2.853 
(64 mls.) | | } 
= oo cal a A | 
Mersey (44 mls. ase 3,997 3,947 50 | 113,015 109,066 3,949 
* London Passenger | | | | 
lransport Board ae 561,900 562,100 200 1,144,000 | 1,138,200 5,800 
| ! 
IRELAND | | j 
tBelfast & C.D. pass. } 3,186 | 3,787 601 | 58,816 62,049 3,233 
80 s.) | | j 
mils. } " oe — . ; 
goods | 450 602 152 | 13,602 | 15,301 1,699 
total | 3,636 | 4,389 | 753 72,418 | 77,350 4,932 
| | 
' \ 
Great Northern pass. | 13,650 | 14,050 | 100 | 253,200 | 253,300 100 
(543 mls 
43 mls.) | a | — pes eae Me © « = 
goods 9,150 | 9.400 250 | 254,850 | 269,300 | 14,450 
- ‘= | - - - > | -=- 
total 22 800 23,450 650 | 508,050 | 522 600 | 14,550 
Great Southern pass. 45.658 46,188 530 856,823 867,185 10,362 
(2,076 ml | | | | 
“, s. | | 
a E goods | 36,523 39,523 3,000 | 1,109,666 | 1,122,804 } 13,138 
99 = total | 82,181 | 85,711 3,530 1,966,489 1,989,989 23,500 
| | | 
* 2nd week (before pooling) t 
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British and Irish Railway 
Stocks and Shares 





Prices 
$2 $9 
Stocks Py) 22 July Riss 
x ad 14 1) 
1937 Fall 
G.W.R. 
Cons. Ord. 6414 4521p = 641 + 
5% Con. Prefce. ... 12612 (11634 11712 
5% Red. Pref.(1950)/113 10812 L1lle2 
4% Deb. .. .--( 11912 11019 105lo 
44% Deb... (121 (M14 
44% Deb.... .-|129 121 11712 
5% Deb. ... 141 [134 |12812 | - 
24% Deb.... 791g 74 6Ylo 
5% Rt. Charge 13612 (130 {12712 
5% Cons. Guar. 13514 12734 126 
L.M.S.R 
Ord. or of B5he. | 17 34 
4°% Prefce. (1923) 83 $21 79 
4% Prefce. ..-| 9234 | 81 87 
5°, Red. Pref.(1955) 10914 1031, 105 | 
4% Deb. .. 11134 1059,_ 102 
5% Red. Deb.(1952)1195g 11512 11212 
4% Guar. ... 10634 1O1Sg 100 
L.N.E.R. 
5% Pref. Ord. ...| I4 9 pe 
Def. Ord. ... | 714 43, — 
4% First Prefce. 7914 | 55l4 + 
4% Second Prefce.| 317g 1814 + | 
5% Red. Pref.(1955) 10012 7734 96 
4%, First Guar 10419 983, YBlo 
4% Second Guar 99 90 911 
3% Deb. ... 8554 79 76 + | 
4% Deb. ... 10934 1041, 101 
5° Red.Deb.(1947) 11614 11012 10912 
44% Sinking Fund I1llg (10712 107 
Red. Deb 
SOUTHERN 
Pref. Ord.... 9854 8212 93 t 
Def. Ord. ... ...| 275g | 201g 22:4 
5% Pref. ... ... 12034, 118lg ‘1161, 
$% Red. Pref.(1964)11954 11514, 115i 
5° Guar. Prefce 136 12919 127 
5% Red.Guar. Pref. !20 1153, 115i, 
(1957) 
a% Dae... 1173;— 10912 103 
5% Deb. ... ... 140 134 126 
4°, Red. Deb. 1162 110 10612 
1962-67 
Betrast & C.D 
Ord. ane , 9 412 4 
ForTH BRIDGE 
4% Deb. ... ...[107 105 1U 1, +1 
4% Guar. ... lO75;g 104 10Ulp2 
G. NORTHERN 
(IRELAND 
Ord. re wee! 1919 934 7 
G. SOUTHERN 
(IRELAND 
Ord. aa ...| 63 41 34 - 
Prefce. = onal a 46 46! +! 
Guar. ma we.| D714 81 7214 
Deb. sey ..., 9934 8314 | 86 3 
L.P.T.B 
434% “A” 2734 121 1161, 
> he? 13814 133i2 |125l 
44% ‘“‘ T.F.A.” llllg 108lg (105 
te Ee we 13134 12334 (1171 
a 111212 93 79> | +1 
MERSEY 
Ord. al oo} 4034 | 22 27i2 
4% Perp. Deb. ...,103 98 99 —- 
3% Perp. Deb. ...| 78 745g | 7512 — 
3% Perp. Prefce. 687g, 6314 65lg —_ 
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ABSTRACTS OF RECENT PATENTS* 


No. 459,684. Steam Boiler Burning 
Fluid Fuel 
Karl Hamm, of 118-30, 155th Street, 


Jamaica, Queen’s County, New York, 


U.S.A. (Convention date, Decem- 
ber 26, 1934.) 
fhe combustion efficiency of fluid 


fu such as oil, is increased by first 
inixing it with a quantity of air in- 
sufficient to cause complete combustion, 
ind burning the mixture. The result- 


ing product is then mixed with suff- 
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passage 25a and one or 
more other passages 25b provided in 
the wall 25. After circulating about 
the superheater coils 30 in the chamber 
31, the hot gases are led out of such 
chamber through the pipe 42. From 
the latter the gases may be used if 
desircd in a gas turbine or engine T. 
When hot water is sprayed on the inner 
walls of steam coils 27 by interior coils 
28 there is an immediate generation of 
steam due to the intense heat to which 
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ent air for complete combustion and 
the mixture is burnt in close proximity 
to the water to be heated. Air, which 

supplied through passageways 55, is 
sufficient in quantity only to burn the 
il partially so that in passing into the 
chamber C, the air 


first combustion 


nd only a portion of the oil burn to 
heat the remainder of the vaporised 
fuel and condition the same for the 
next step. The heated mixture from 
chamber C passes into the annular 
hamber 26 where it is mixed with 


heated air passing through the conduit 
21 Here sufficient heated air is 
supplied from the air preheater coil 48, 
through the chamber 16a, the passage- 
ways 16b and conduit 21 to permit the 
plete combustion of the conditioned 
fuel. The mixture of the 
heated fuel and air from the 
hamber 26 into the annular channel 
23 and then is forced through the 
porous cylinder 24 under the pressure 
of the incoming heated air. A spark 


} 


lug 60 starts the combustion of the 


\ aporised 


passes 


mixture at the outer surface 24a of the 
cylinder 24, but when the porous 
cylinder sufficiently heated, 
the combustion thereafter takes place 
while the mixture is passing through 
ind within the wall of the 
cylinder 24, such combustion being so 
led ‘‘ flameless.”’ The hot 
resulting from the combustion of the 
mixture of fuel in the walls of the 
cylinder 24 pass over the steam 


becomes 


porous 


gases 


porous 


297 and then enter the chamber 
* These abridgments of recently 
RaiLway GAZETTE by permission 0 


f the Controller of His Majesty’s Stationery Office. 





the coils 27 are subjected. This steam 
is led off through pipe section 30a and 
passing into the superheater coils 30 
where it is superheated by the hot 
gases in the chamber 31. After circu- 
lating through the coils 30, the super- 
heated steam passes through the pipe 
306 for use in a steam supply system. 
The hot gases passing from the engine 
or turbine 7 through the pipe 42a 
enter the annular chamber 43 at 43a 
through which they spiral, thereby pre- 
heating the water and air in the coils 
47 and 48. The spent gases of com- 
bustion finally pass out of the boiler 
into the chimney 50. The heat in the 
boiler and particularly the expansion 
of the steam coils 27 and superheater 
coils 30 cause the fitting 29 in chamber 
31 to rotate with the shaft 35. The 
latter turns the interconnected rock 
arms 38 and 40, causing the valve of 
the burner 12 to control the flow of the 





published specifications are specially compiled for THE 


Group 


abridgments can be obtained from the Patent Office, 25, Southampton Buildings, London, W.C.2, 
either sheet by sheet as issued, on payment of a subscription of 5s. a group volume, or in bound 
volumes, price 2s. each, and the full specifications can be obtained from the same address price Is. 


each 
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fuel. Thus the boiler may be auto- 
matically regulated to feed fuel to the 
requirements of the steam supply 
system and the gas engine JT.— 
(Accepted January 13, 1937.) 


No. 460,000. Spring Suspension for 
Railway Vehicles 


Orenstein & Kappel A.G., of 23/24, 


Tempelhofer Ufer, Berlin, S.W.61, 
Germany. (Convention date, June 15, 
1935.) 

The sole connection between the 
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underframe c of a railway vehicle and 
the axlebox k, is by means of short 
vertical springs f, disposed fore and 
aft of the axle, which are rigidly fixed 
at the top and bottom respectively to 
the underframe ¢ and to brackets d 
integral with the box. The springs 
allow universal horizontal movement of 
the axlebox in relation to the under- 
frame without restraint by guides, in 
addition to vertical movement. In 
this way noise between the wheels and 
underframe is eliminated, and both 
vertical and horizontal shocks are 
absorbed.—(Accepted January 19, 
1937.) 


No. 459,713. 
Wagons 
W. A. Harris, of 145, Brondesbury 

Park, 

N.W.2. 

vuary 14, 


Sideways Tippler for 


London, 
and Feb- 


Green, 
1935, 


Willesden 
May 10, 
1936. 





In a sideways tippler for wagons a 
spillage catcher is provided, formed by 
a pivoted side-chock beam unit H and 
a pivotally-mounted hinged plate K 
automatically operative when the 
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wagon is tilted. The tippler is of the 
kind in -which the wagon is inverted 
by being rotated -within a segmental 
frame A of varying peripheral curva 
ture and = simultaneously tilted by 
rollers E mounted on a carriage F 
movable along a track G towards support 
ing rollers C on the discharge side. The 
wagon itself is mounted on a centrally 
pivoted track platform unit B which, 
upon the wagon being inverted, rocks 
the wagon towards the pivoted side 
chock unit A. During tilting the 
wagon body is kept from leaving the 
track unit B by means of a_ buffer 
beam jJ maintained in contact with 
the wagon by counter balance weights 
V and P.—(Accepted January 11, 
1937 


No. 459,871. Lubrication of Bearings 


Walter Peyinhaus, of Egge, near 
Valmarstein (Ruhr), Germany. (Con 

nlion dale, July 19, 1934.) 

Phe object of this invention is to 
prevent px riodic variations in the thick 
ness of the oil film between bearing 
surfaces, such as occurs in bearings 
having little play, due to short period 
oscillations of the journal with respect 
to the bearings, thus causing possibl 
partial seizure at least excessive wear 
According. to the invention a constant 
film of lubricant is provided between 
the bearing brasses and an outer casing 
whereby the films damp and absorb 
vibrations and prevent their reaching 
the inner bearing parts. Lubricating 
il is picked up by rings 12 secured 
to bosses 2, 3 on the shaft 1 from the 
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oil bath 11, in which the rings are 
partly immersed, and fed to channels 
15, scrapers 13 contacting with the rings 
12 being provided for this purpose. 
The oil from the channels 15 flows into 
the wedge shaped inflow chambers 9 
and 10' on the brasses 9, 10, from which 
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the cil is fed to the bearing surfaces 
between the journal 4 and the brasses. 
The oil also flows from the channels 15 
to wedge-shaped inflow chambers 9", 
10° at the end faces of the brasses. 


July 16, 1937 


floor stringers 25 and at their lower ends 
similarly with the obverted channel 
cross section of the through-running 
hatchway sill 57 of the hold framework. 
The stringers 25, to which the suspen- 
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At the same time, oil is fed to wedge- 
shaped inflow chambers 20, 21 and 22 
on the upper brass 9 and 23, 24 and 25 
on the lower brass 10 from channels 15 
and 26. These last mentioned 
chambers feed films of oil to the 
surfaces between the brasses and the 
outer casing 19, thereby causing the 
brasses to be floatingly supported with 
respect to the (Accepted 
January 18, 1937.) 


No. 460,881. 
Train 


casing. 


Streamline Diesel 


Edward G. Budd Manufacturing 
Company, of 2,500, Hunting Park 


Pennsylvania, 
Septem 


lvenue, Philadelphia, 
U.S.A. (Convention date, 
ber 18, 1935.) 

Holds C with detachable hatches 60 
for housing auxiliary equipment of a 
high-speed articulated train, are formed 
below the floor construction A of the 
ar body by a downwardly extending 
sheathed-in framework 55, 58. The 
main load-carrying framework of the 
car body includes truss type side 
frames 46, 47 having downwardly ex 
tending underbody carlines 56 forming 
a continuation of the side wall carlines 
46. The hold C is constructed to be 
independent of the transverse and 
longitudinal strength-affording — struc- 
tures A and B, and is suspended from 
these by means of vertical stays 55 and 
56. Stays 55 are of longitudinally 
presenting channel cross section, and 
connected at their upper ends by weld- 
ing of their side walls interiorly of the 
channel cross section of certain of the 





” 4.G. 46038 l/35 
sion stays 55 are connected, are not of 
the conventional channel section of the 
remaining stringers 25 but instead are 
given a channel form by constituting 
them of angles 58—59 welded by one 
branch together and by the remaining 
branches respectively by one, to the 
caps 21 of the beams 20, and by the 
other, to the floor plates 27. There are 
two longitudinal series of stays 55 so 
connected, each of which extends longi 
tudinally of the car from truck to truck 
as appears clearly in Fig. 3. The stays 
themselves in each series are arranged 
in pairs, one on each side of each beam 
20. Appropriate gussets may be used, 
as desired, as indicated in Fig. 3, the 
better to effect and the greater to 
strengthen the end connections. The 
stays 56 on the other hand are con 
nected by their upper ends to the 
longitudinally extending strength 
affording structure B, the connection 
being through the same joint by which 
transverse structure A is connected with 
longitudinal structure B as shown in 
Fig. 5. Stays 56 are of channel sec- 
tion, presenting outwardly, and bottom 
and side walls of the channel are 
nested over the outside of the channel 
walls of the carline 46 and between 
these walls and the overlapped parts 48 
of the beams 20. They may be welded 
together by one and the same welding 
operation. The side walls of stays 56 
are flanged, the side walls of the hatch 
way sill 57 are flanged, and the lower 
ends of the stays are connected to the 
sills 57 by welding together the flanges 
as clearly appears in Fig. 1. There 
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are aS Many stays 56 substantially as 
there are carlines in that portion of the 
structure B which is flanged by the 
hold C Thus there are two longi- 
tudinal series of stays 56. The stays 
of the series 56 are bowed outwardly 
the more effectively to resist external 
damage and to afford more efficient 
streamline form. They enter into an 
ipproximately triangular bracing rela- 
tion to the stays 55 and constitute the 
framework of the hold which with the 
hatchway sills 57 comprise a structure 
transversely very rigid and strong. Yet 
it does not partake of any of the load 
of the main car framework A and B 
nor does it partake of their charac- 
teristics except that in the region of 
the step well 38 as shown in Fig. 3 
stringers 25 are used and hatchway 
sills 57 to help bridge the stair well 
gap This is done by interrupting 
the continuity of the stays 55 in this 
region and providing diagonals 58 to 
. trussing between stringer 25 and 
The stays 55 which are inter- 
rupted are joined to the side walls of 
the bottom to bottom channels of which 
comprised as 
clearly appears in Fig. 8. Angle strips 
them all to the bottoms of beams 
1937.) 


the diagonals 58 are 


59 the 


) {ccepted February 5, 


No. 460,882. An Articulated Car 


Edward G. Budd Manufacturing 
Company, of 2,500, Hunting Park 
lvenue, Philadelphia, Pennsylvania, 
U.S.A: (Convention date, Septe m- 
bey 18, 1935.) 











In cars of the type in which the 
idjacent ends of two-car bodies are 
carried by a common truck and on a 
common axis, the weight is reduced by 
providing a unitary intermediate 
needle beam member for transmitting 
torsional reactions of loads on the end 
sill member of an underframe to the 
truss type side wall structures of the 
railcar. The unitary member 53 
Fig. 2) is, in effect, a combined centre 
or buffer sili and needle beam and is 
constructed of 1-section form, giving 
ready accessibility for welding the flat 
plates out of which the member is 
fabricated, and provides edge flanges 
for the easy joinder of the member to 
parts overlapping these flanges. The 
gauge of the metal entering into this 
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member is intermediate in thickness 
between that of the end sill casting, on 
the one hand, and the thin sheet metal 
truss structures forming the major por- 
tion of the body structure. At the 
front end the top and bottom plates 
44, 55 of the member 53 are extended 
some distance beyond the. web inter 
connecting them and at the _ point 
where the web ends, the top and 
bottom plates are connected by a trans 
verse web 56. These extensions and 
the transverse web 56 together form a 
U-section recess within which is tele 
scoped a rearward extension 57, of 
J-section and having an inner end wall 
57' of the end sill, the telescoped 
portions being strongly secured through 
the top and bottom extensions as well 
as the transverse web 56 by a 
plurality of rivets 58 as shown clearly 
m Fig. 2 Further to increase the 
strength in this region the forward end 
of each intermediate member 53 is 
widened _ laterally. The transverse 
portion 59 of this intermediate member 
forms, what is usually termed, the 
needle beam and forms, in effect, the 
endmost of the deep transverse beams, 
as 34, connecting the side wall trusses. 
The ends of this beam are strongly 
connected into the side wall trusses by 
extending the needle beam 59 in a fore 
and aft direction to form a wide base 
60 which spans several posts 10 of the 
side frame trussing (see Fig. 2). Over 
the extent of this base 60 and for some 
rearwardly there-beyond 
thick reinforcing plate 61 


distance 


(Fig. 2) a 


Pel 








is spot welded to the bottoms of the 
channels of the posts 10 = and 
further strongly secured to the 
side walls of the posts by angular 
members 62 having one of their 
arms spot welded to the side walls of 
the posts and through the other arm 
overlapping and spot welded to the 
plate 61. This plate is further flanged 
inwardly at the top and secured by 
spot welding to the longitudinal 
channel 13 interconnecting the posts. 
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Angles 62, plates 61 and the over- 
lapping lateral face 63 of the base 60 
are all riveted together by rivets 64. 
The top and bottom chords 35 and 36 
are extended to overlap plates 54 and 
55 of the centre sill section of the 
intermediate member 53 connecting the 
frames and the end sill casting. 
I'he chords also overlap the rearward 
extension 57 and are secured by the 
same set of rivets 58 which secure the 
intermediate member 53 to the cast- 
ing. The bottom channels 41 and 42 
terminate at the near end of the cast- 
ing extension 57.—(Accepted Feb 
yuary 5, 1937.) 


side 








COMPLETE SPECIFICATIONS 
ACCEPTED 
459,640 British Thomson-Houston Co. 
Ltd. Electric motor control. 
459,650 Shelton, T. C. Method of and 


means for transporting railway rolling 
stock by road. 

459,684. Hamm, Ix Steam — boiler 
plants. 

459,713 Harris, W A. Sidewise 


tippler for wagons, tubs, and the like. 
459,745 Main, JD. W. Combined road 
ind rail vehicles. 


459,898 Tulloch, KR Construction of 


boilers for steam-generation and = watet 
he iting 

459,977. Main, D. W Combined road 
and rail vehicles 

160,000) Orenstein & Koppel  A.G. 


Spring suspensions for railway vehicles. 


460,213 Westinghouse Brake & Signal 
Co. Ltd Railway — traffic controlling 
ipparatus 

460,412 Kyllonen, M., and WKomu 

















0 @ g 
a) 
lainen, J A. devices for 
windows. 

460,535 Jones Limited, W., and Jones, 
W. P.  Tipping-wagons and the like 


Locking 


460,881 Budd Manufacturing Com- 
pany, E.G. Railcars 

460,882 Budd Manufacturing Com- 
pany, E.G. Railears. 

460,947 Entreprise Drouard  Fréres. 


Motor railway vehicles or trucks. 

461,178 De Wendel & Cie, Les Petits 
Fils De F. Device for securing railway 
rails 








L.M.S.R. IMPROVEMENTS AT BLACK- 
POOL.—Schemes of improvement to be 
undertaken by the L.M.S.R. at Black- 
include re-roofing the excursion 


pool 
area at Blackpool North 


circulating 


station, at a cost of £10,000; a loco- 
motive men’s hostel with sleeping, rest, 
and recreation facilities for 175 men: 
and additional stabling accommodation 
for locomotives at Blackpool North. 
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Samuel Osborn (India) Limited has 
CONTRACTS AND TENDERS received orders from the Indian Stores 
Department for 300 buffers, 400 butfer 
The Metropolitan-Cammell Carriage Sir W. G. Armstrong, Whitworth & — Plungers, and 300 buffer heads. 
& Wagon Co, Ltd. has received an order Co. (Engineers) Ltd. has received orders Locomotives required for South 
from the Rhodesia Railways for 150 from the Indian Stores Department for Africa I 
bogie high-sided wagons. one pressure-casting white metalling The South African Railways & Har- r 

The South African Railways and plant, including one axlebox die-casting bours Administration is calling for | 
Harbours Board has placed orders for machine, one oil-fired tinning bath, one tenders (Tender No. 1352) for the supply 0 
1 total of 500 3-ft. 6-in. gauge bogie oil-fired sloping chain conveyor axle- and delivery of 45 new steam loconi- P 
€ cs Y “ . . ° 7 : - P 
high-sided wagons as follow: Metro- box brass demetalling oven, one oil- tives, class 19c, 4-8-2 type, 3 ft. 6 in S 
politan-Cammell Carriage & Wagon fired white metal alloying and mixing gauge, fitted with steel fireboxes. Ten 
Co. Ltd., 250: Birmingham Railway furnace, water-cooled dies and spares. ders endorsed ‘“‘ Tender No. 1352: 45 
< . . “ . ma , ‘ . - ‘ , . ° ° ‘1. Ur . —— ad . 

Carriage & Wagon Co. Ltd., 150; and Whitelegg & Rogers Limited has Class 19% Locomotives should be 
100 with a Belgian firm. received orders for Ajax grease lubrica-  @4dressed to the Secretary _ the Tender 
The |] ion Passenger Transport ting equipment for 20 23 class 4-8-0 Board, South African Railways & “ 
ce See es ape. locomotives under construction by Hen- Harbours, Headquarter Offices, Jo Q 
Board has placed orders for tube tunnel —— : ; . ‘ Be 
20% as |} schel & Sohn A.G. for the South African hannesburg, by whom they will lx 
ventilating plant as follow : Musgrave & ; = hecigaeg . ‘ . ontund ee ne 
é pak ; Railways & Harbours Board, and for T@celved until September 6. 
Co., Ltd., two installations ; Davidson & . > é ours ard, < = 
Co.. Ltd.. one installation: and James four 2-6-4 locomotives under construc- The South African Railways & Har 
) e ‘a Ste ¢ pe « « : ‘ . . _. a ~ , 
Howden & Co., Ltd., one installation tion by Robert Stephenson & Co. Ltd. bours Administration is calling for 
: Men el oe ieee ‘ for the South Indian Railway. tenders (Tender No. 1356), receivabl 

Alfred Herbert (India) Limited has Machine Tool India) 1 : dite by August 16, for the supply and | 
received orders from the Indian Stores 7 “a “age (inc on aos a oes delivery of 9,250 lb. of brass piping in | 
Department for one 36-in. radial drilling, oe _— os ra rom ne ede re 12-ft. lengths and in 10 and 12 s.w.¢ , 
boring, tapping and studding machine, ‘ vs. Sagaapeasanesbhagag porate _ "ah ssi a ie i outside diameters ranging from { to Sa 
three sliding, surfacing and screw-cutting tte PE aged pre ri a Z ire¢ a ing 1} in.; 14,415 Ib. of brass sheets (half . 
gap bed lathes, and one 28-in. sensitive “¢ , a sen ec an * les, anc ree hard and annealed) in sizes from 4 bv = 

* . . ao al yar o . - > ° ° - 
pillar drilling machine. ee ee 2 ft. to 6 by 4 ft. and in varying s.w.g ag 
€ . reneranses ‘ 20 5702 rc . : (wi 

The Chinese Government Purchasing Kitson & Co, Ltd. has received an 38,785 lb. of copper sheets, in sizes from ps 
Commission has placed an order through order for six locomotive boilers for the 6 by 3 ft. to 9 by 6 ft., and in varying 7 

= . z - a >. — . . Ap 
Matheson & Co., Ltd., with Reiss Bros., Leopoldina Railway. S.W.g. 
Ltd., under the King-Kan Railway The L.M.S.R. has placed the follow- The South African Railways & Har- aa 
Loan Agreement, for the supply of four ing contracts in connection with the bours Administration is calling for mo 
locomotive boiler washing plants, to be new Queen’s Hotel at Leeds, which is tenders (Tender No. 1387), receivabl = 
supplied to the inspection of Messrs. nearing completion : in Johannesburg by August 4, for the 8 
Fox & Mayo. New Hall Pottery Company, Hanley (Staffs), supply and delivery of quantities of ) 

T]6 a ‘rminch: Decorated table crockery. carriage fittings of various types 
John Wilson & Co. (Birmingham) Mensin & Webts, Catlery endl glabe. iets al ‘ VI} 
Limited has received orders from the Gladwin Limited, Plated cofiee pots, jugs and Che South African Railways & Har 
Bengal-Nagpur Railway for 1,950 steel rechauds. bours Administration is calling for 
» > saa = To ) > 
panel plates. Roberts & Belk Limited, Plated matchstands. tenders, to be presented in Johannesburg ve 
Elkington & Co. Ltd., Pepper mills and —_ + . , ‘ 
’ ist —_— } ‘ mustard pots by August 23, for the supply of one o1 to 

Establishment waar ~m : Bath Cabinet Makers Co. Ltd., J. P. White & more all metal single-deck luxury-typ ae 
ceived an order from the Egyptian Sons Ltd., Buoyant Upholstery Co. Ltd., Buck long-distance coach bodies. = 
State Railways Administration for plat- & Alpe Limited, Macneill’s Ayrshire Cabinet is ; h , 
form weighing machines (Ref. No. Works Beith (Scotland), D. Macdonald & Bros. Ihe South African Railways & Hat 
ESR. 55.248. Total price £252 f.0.b Ltd., and B. Cohen & Sons Ltd., Furnishing. bours Administration is calling for 

D.S.R. 55.248. al |] — Allan Walton and Eileen Hunter Fabrics tenders. receivable by August 23. fot 
. . . . . , € 4 = “Vv, 
Marseilles-Antwerp). Limited, Curtain materials. Riggs. R 
é : : : : the supply and delivery of quantities 

George Turton Platts & Co. Ltd. has Greaves, Cotton & Co. Ltd. has of extruded free-turning quality brass 

received orders from the Madras & received an order from the Indian Stores — and bronze bars required during 1938. eal 
> ahratté ailway Adminis- Department for one 60-kW., d.c. oil- * aaihe ‘ee 

Southern Mahratta R ilway s p ) ; ) fic Westindione Bale & Stoel the 
tration, to the inspection of Messrs. engine driven generating set. Co. Ltd. has appointed Mr. I. 1 clai 
a» « - al 
fende % ar & Tritton, for 24,000 si oer Pcs ' hcg OE eee ie 
Rendel, Palmer Msc ; te ; Steel, Peech & Tozer Limited has Watkins as representative in the Mid- Pa 
Stuart's keys anc , wete received an order for 88 steel axles for lands area. Mr. Watkins’s address is: ab 
laylor Bros. & Co. Ltd. has received locomotives, carriages, and wagons for 26, Featherstone Road, King’s Heath cili 
an order for 379 steel locomotive tyres the Cordoba Central Railway. Birmingham, Tel. No. : Highbury 3417. tin¢ 
for the Cordoba Central Railway. of | 
: SIst 
The Bombay, Baroda & Central Sir 

. ’ eae , - PERS e . e 7 . 
india Railway Administration has placed Exports of Railway Material from the United Kingdom MI 
the following orders to the inspection of . Gil 
ry: wil) 
Messrs. Rendel, Palmer & Tritton : In June rail 

S. A. d’Ougree, 10,000 bearing plates. Six Months Ending and 

Steel, Peech & Tozer Limited, 73 tons of June, 1937 June, 1936 June, 1937 June, 1936 in 
spring steel bars. { ‘ f - £ J nat 

) g & , td. 0 Ss gal- P , wee, ame —— _ . , ar 
. “ we ped poe > cae, tee ot oe Locomotives, rail 90,051 169,183 557,027 810,493 ie 
anised steel signe oe . 2777907 =O 7=e Q2z2= ene - 

Edgar Allen & Co. Ltd., Nine crossings to be Carriages and wagons 277,774 58,758 1,355,362 763,410 It 
manufactured from high manganese rolled steel Rails, steel .. e ea te 192,979 192,302 627,209 563,235 of 1 
rails BS90-R FF section. Wheels, sleepers, fishplates and miscel- part 

Stahlunion Export G.m.b.H., 38,000 fishbolts. laneous materials .. ~~ a 174,442 59,309 712,541 400,090 rep 

S. A. Laminoirs et Boulonneries du Ruau, asse 
20,000 chair spikes and 60,000 dog spikes. Locomotive and rail exports included the following :— . 

Exors. of James Mills, 35,000 mild-steel 5 : will 
cotters and 9,000 mild-steel gibs. Locomotives : Rails N 

; hey: ; June, 1937 June, 1936 June, 1937 June, 1936 

S.A. Laminoirs et Boulonneries du { { f pan: 
Ruau has received orders for 50,000 steel Argentina... oe a - .. 23,843 8,813 5,436 576 C.G 
dogspikes for the Argentine North Union of South Africa ics on oO —* 7,339 122,302 L.N 
Eastern Railway and 50,000 for the British India .- oe 14,805 10,073 13,413 6,497 CS. 
Entre Rios Railways. * Figures not available Mr. 
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No. 229,201 ** Improvements in and Relating to 
Light Projectors ”’ 

HE owner of the above patent is desirous 
1 f arranging by licence or otherwise, on 
reasonable terms, for the manufacture and 
cel rercial development of the invention. For 
yarticulars address in the first instance to: 
Henxsert Happan & Co., 31 & 32, Bedford Street, 
Strand, London, W.C.2 


His Exalted Highness the Nizam’s State 
Railway 


invited for the position 


4 PPLLICATIONS are 
d Locomotive, Car- 


of Chief Draughtsman, 
riage and Wagon Department. 
Qu fications. 
Age between 30 and 35 years 
Service as premium apprentice or pupil 
the workshops of a British railway or well- 
wn firm of locomotive builders or carriage 
a wagon builders. 
Subsequent experience 
a drawing office, including 
section of the drawing office and 
ty for design of rolling stock. 
should have passed the qualifying exami- 
nation for A.M.I.Mech.E. or A.M.Lnst.C.E. or 
possess certificates exempting from such 
examinations. 


in both workshops 
control of a 
responsi- 


Sa i 

Vill be payable in the currency of the 
Hyderabad State* in the grade of O.S. Rs. 650 
5 v0 at a commencing salary according to 
age, qualifications and experience. The salary 


adding Provi- 
approximately 


(minimum and maximum), after 
dent Fund benefit, corresponds 


THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


No. 310,666 ‘‘ Improvements in Cooling Perish- 
able Goods such as Meat, Fish, Fruit, Ale, and 
the like during ‘Transport in Railway Waggons.,’ 


HE owner of_the above patent is desirous 

of arranging by licence or otherwise on 
reasonable terms for the manufacture and com- 
mercial development of the invention. For par- 
ticulars address in the first instance to Herbert 
Haddan & Co., 31 & 32, Bedford Street, Strand, 
London, W.C.2. 





The Madras & Southern Mahratta 
Railway Company Limited 


— ICATIONS are invited for appointment 
a SENIOR ASSISTANT SIGNAL 
E NG iNE ER. 
A conditets 
ing to the 
will be 
A.M.I.E. 
He aan be between 35 and 40 years of age 
and should have had not less than 10 years prac- 
tical experience on a BRITISH RAILWAY or 
with a ieading firm of signalling contractors. 
He must be competent to deal with up-to-date 
power signalling installations as well as with 
the older mechanical signalling common 
throughout India. 
A knowledge of block and 
instruments is desirable. 
The pay that will be offered depends upon the 
age and experience of the candidate. 
A fully qualified and suitable candidate age 


i have had technical train- 
. Degree standard and preference 
"given to a candidate who is an 


single line token 
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South Indian Railway Company, Limited 


HE Directors are prepared to receive Tenders 
for the supply of : 

1. Solid Drawn Steel Boiler Tubes. 

2. Steel Tyres 

3. Rolled Steel Disc Wheels & Axles. 

Specifications and Forms of Tender will be 
available at the Company’s Ojifices, 91, Petty 
France, Westminster, 8.W.1. 

Tenders addressed to the Chairman and Direc- 
tors of the South Indian Railway Company, 
Limited, marked ‘“ Tender for Steel Boiler 
Tubes,” or as the case may be, with the name 
of the firm tendering, must be left with the 
undersigned not later than 12 noon on Friday 
the 6th August, 1937. 

The Directors do not bind themselves to accept 
the lowest or any tender. 

A charge, which will not be returned, will be 
made of 5s. for each copy of the Specifications 

Copies of the drawings may be obtained at the 
Offices of the White’ s Consulting Engineers, 
Messrs. Robert 1ite & Partners, 3, Victoria 
Street, London, S8.W 

E. A. 8S. Bell, 


Managing Director 

91, Petty France, 
Westminster, 
14th July, 1937. 


S.W.1. 


Now Ready 


Universal Directory of Railway Officials 








to £550 and £830 pe s v P 
{ppli eine 0 per annum respectively. 40 years would be offered a cormmmencing salary and Railway Year Book 
iiving full details of age, qualifications, equivalent to about £630 per annum with Meh 
training and experi j , pects of promotion to the Senior Scale in which ’ 2 
sing . aan ae whether m: —_— ati. case the total salary would be abcut £1,125 per 43rd Annual Edition, 1937-38 
monials, should be addressed to the under- annum. 
signed not later than 24th July, 1937 Applicants should state age and whether This unique publication gives the names of 
F. ADAMS. married or single and should send a detailed all the principal railway officers throughout 
: Secretary account of their career accompanied by copies the world, together with essential particulars 
H.E.H. the Nizam’s State Railway (not originals) of not less than two references of the systems with which they are connected 
Board, for competency and character to reach the Much general and statistical information about 
74, Gresham House undersigned not later than Monday, the 26th railways is also concisely presented. 
Old Broad Street, July, 1937. 
London, E.C.2 The Secretary 
? ‘ oe? Price 20/- net. 
12th July, 1937. Madras & Southern Mahratta Railway Co. Ltd ! 
The Hyderabad State currency usually 25, Buckingham Palace Road, — ee . . ‘ . - 
varies from Oosmania Sicca (O.S.) rupees 114 S.W.1 THE DIRECTORY PUBLISHING CO. LTD, 
tv 117 per hundred British India rupees. 15th July, 1937. 33, Tothill Street, Westminster, S.W.1, 
— . ee 
Staff and Labour Matters Plymouth Conference; Mr. J. B. 
Figgins, of Glasgow; and Mr. Jj. T. 
Railway Staff National Tribunal Labour and Establishment, L.M.S.R.; | Weighell, J.P., of Northallerton. The 
Nominated by the railway trade result of the ballot was unknown at 


Railway Staff National Tribunal 


will begin on Tuesday next, July 20, 
the hearing of the important wage 


claims of the three railway trade unions 
Particulars of the claims, which cover 
about 400,000 of the salaried and con 
ciliation grade employees of the main 
line companies, were given in our issue 


of July 2 (page 47). The tribunal con- 
sists of three independent members: 
sir Arthur Salter, K.C.B., D.C.L., 


M.P (Chairman); Mr. Maurice S. 
Gibb, C.B.E., J.P., nominated by the 
railway companies parties to the issues; 
and Mr. H. J. May, O.B.E., J.P., nomi 
nated by the railway trade unions 
parties to the issues. 

It is provided in the agreed machinery 
of negotiation that at the desire of the 
parties the tribunal may be assisted by 


representatives of the parties sitting as 
assessors. On this occasion the assessors 
will be:—~ 

Nominated by the railway com- 
panies: Sir R. L. Wedgwood, C.B., 
C.G.M., Chief General Manager, 
L.N.E.R.; Sir James Milne, K.C.V.O., 
C.S.1., General Manager, G.W.R.; and 
Mr. G. L. Darbyshire, Chief Officer for 


unions: by the N.U.R.: Mr. W. T. 
Griffiths, J.P., (President); by the 
A.S.L.E.F., Mr. W. J. Evans (Presi- 
dent); by the Railway Clerks’ Associa- 
tion, Mr. F. C. Watkin, J.P., M.P. 
(President). 

The claims will be advocated by 


Messrs. John Marchbank (N.U.R.); 
W. J. R. Squance (A.S.L.E. & F); and 
W. Stott (R.C.A.). Mr. Kenelm Kerr, 


O.B.E., Assistant General Manager 
(Staff), L.N.E.R and Chairman, 


Railway Staff Conference, will present 
the case of the railway companies in 
opposition to the claims. It is expected 
that the hearing—which will be in 
public—will occupy several days. 
N.U.R. Annual Meeting 
The annual meeting of the National 
Union of Railwaymen, which began at 
Plymouth on July 5, has continued 
during the past week. The election of 
the President of the union was one of 
the important matters to be dealt with. 
There were three nominations, namely, 
Mr. W. T. Griffiths, J.P., of Newport 
(Mon.), who at present occupies the 
post and who has presided over the 


the time of writing these notes. 








Railway and Other Reports 


Glyn, Mills & Co.—The 106th 
statement of assets and liabilities as 
at June 30, 1937, of this well-known 


private banking house shows a strong 
financial position. The proportion of 
quickly realisable assets to the deposits 
of £41,439,323 is as much as 84-88 per 
cent. These assets consist of cash and 
balances at the Bank of England, 
£5,516,536 ; balances with other banks 
and cheques in course of collection 
{2,416,218; money at call and short 
notice , £12,928,600 ; bills discounted, 
£913,389 ; ; and investments, £13, 401,029, 
including £12,113,239 in British Govern- 
ment securities. Advances to cus- 
tomers, &c., amount to £7,398,551, and 
bank premises at cost, less amounts 
written off, stand at £740,000. Total 
assets are £46,546,516. The _ total 
capital authorised and issued is 
£1,060,000, and the reserve fund stands 
at £530,000. 































































Note.—Yields are based on the approximate current prices and are within a fraction of 1). 


t+ Receipts are calculated @ Is. 6d. 


has proved misleading, the amount being overestimated. 


to the rupec. § ex dividend. 


Salvador and Paraguay Central receipts 
The variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly 


are in currency. 
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Railway Share Market 
General. market conditions have been profit taking resulted in a moderately cover for the dividend is increasing. 
inactive and not favourable for expansion lower price later in the week L.M.S Debentures and guaranteed stocks weve 
of business in Home railway stocks ordinary was in request on any reaction, firmer in sympathy with the trend of 
Moreover, buyers have shown an increas- while the 4 per cent. preference anda 1923 British Government securities. London 
ing disposition to await the impending preference were fairly steady. Southern Transport ‘ C was slightly better, the 
halt-yearly statements as they will pro- preferred was bought at slightly better lower price made recently having attracted 
vide an indication of the extent to which prices, there being wider recognition of buyers who view dividend prospects as 
costs are increasing, and, therefore, enable the geod yield. The deferred was fairly satisfactory on ~ assumption that, if 
somewhat more definite views to be steady. The L.N.E.R. traffic return, al- necessary, it may be decided to draw on 
formed as to dividend prospects. Last though not unsatisfactory, did not show reserves. 
week's traffic receipts were quite satisfac- the large increase expected in some quar- Argentine and other foreign railway 
tory, but the junior and other stocks ters. Consequently both the second and issues were again neglected and somewhat 
were unresponsive, as sentiment was first preference tended to rather lower lower prices were made by the leading 
dominated by surrounding market condi prices The disposition is, however, to stocks. Chief interest probably attached 
tions assume that activity in the heavy indus- to B.A. Gt. Southern and B.A. Western 
Great Western ordinary was perhaps tries of the North-East Coast will be ordinary. San Paulo failed to hold best 
the chief feature of interest, there being accelerated and that the railway may prices, despite hopes of a larger interim 
talk in the market of a possible raising benefit a good deal. As was pointed out dividend, and Antofagasta reacted. Else- 
of the half-vearly dividend to 1 per cent last week, the first preference seem to where, Canadian Pacific was adversely 
but this is not generally expected, and offer a generous yield, and no doubt the affected by wheat crop reports. 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
Lp 
lraffics for Week 2 Aggregate Traffics to Date Prices 
Le anes Week = Shares 
Railways open inding : oa ‘o) ™ or 4 7 
1936-37 Ending Total Inc. or Dec. : Total Senne a Steck $e Ze 
thie we compared , Stas er;) Za 
lis Vear C , Decreas« = ot —— 
with 1936 Z rhis Year Last Year = Re 
ac £ : i. £ 
{ Antofagasta (Chili) & Bolivia 834 11.7.37 14,130 : 310 28 454,520 378,560 + 75,966 Ord. Stk. 25 1514 20 Nil 
| Argentine North Eastern 753 10.7.37 9,733 1,888 2 13,573 12,947 | + 626 a 12 2 1019 Nil 
Argentine Transandine _ — = _ _ — _ — A. Deb. 54 45 85 41lig 
| Bolivar ay 174 ‘June, 1937 5,700 — 500 26 35,000 41,000 6,000 6p.c. Deb. gy 5 812 Nil 
| Brazil = my ne — —_ ae: et Bonds. 16 111g 16 31g 
| Buenos Ay res & Pacific 2,806 10.7.37 83,747 + 1,920 2 117,556 114,856 ~ 2,700 Ord. Stk. 1712 1012 Nil 
| Buenos Ayres Central 190 26.6.37 $164,800 + $53,100 52 $7,405,700 | $5,554,400 +$1, 851,300 Mt.Deb. 3119 11 30 Nil 
| Buenos Ayres Gt. Southern 5,084 10.7.37 108,499 + 3,230 | 2 159,615 168,186 — ,571 Ord. Stk. 3134 1334 2512 Nil 
| Buenos Ayres Western 1,930 10.7.37 43,176 5,003 2 59,118 57,681 1 "1 37 ‘id 2934 11 23 Nil 
~ | Central Argentine 3,700 10.7.37 158,396 + 29,014 2 220,902 189,080 + 31,822 ne 32920 834 2519 Nil 
Fa i as : —_ peg ee — _— ~ —_ _ Dfd. 21 412 12 Nil 
< | Cent. Uruguay of M. Video 980 3.7.37 14,518 — 2,723 1 8,904 _ 2,977 Ord. Stk. 734 3 4 Nil 
s | Cordoba Central 1,218 10.7.37 42,620 a 7,550 2 57,980 + 7,340 Ord. Inc. 5 1 4lo Nil 
_ | Costa Rica 188 Apr., 1937 20,677 + 5,633 43 142,473 + 49,855 Stk. 361 32 36 5916 
© | Dorada 70 June, 1937 14,000 + 400 26 79,300 + 11,100 1Mt. Db. 107 10112 10412 5b 
=< Entre Rios 810 10.7.3? 13,077 + 2,550 2 16,901 + 1,573 Ord. Stk. 17 6 1 Nil 
© | Great Western of Brazil 1,092 10.7.37 6,600 + 900 25 204, 800 217,900 - 13,100 Ord. Sh. lp 316 lp Nil 
~ | International of Cl. Amer. 794 May, 1937 $592,447 $55,571 22 $2,787,690 $2,617,518 | + $170,172 a pes << 
~ | Interoceanic of Mexico _ —_ _ _ oS — — ~ Pref. 1g -/6 lg Nil 
= | La Guaira & Caracas 22% June, 1937 + 910 26 33,705 27,340 + 6,365 Stk. 9 3 719 Nil 
2 | Leopoldina ss 1,918 10.7.37 907 + 3,747 38 614,093 472,306 | + 141,787 Ord. Stk. 102 3lp 5 Nil 
A | Mexican : 483 7.7.37 $255,700 $29,400 1 $255,700 $226,300 + $29,400 m= 114 14 lo Nil 
Midland of U ruguay 319 May, 1937 = 2,259 | 48 96,366 78,833 | + 17,533 1lp 1g lg Nil 
| Nitrate s 384 30.6.37 6,426 + 586 26 86,845 69,560 + 17,285 Ord. Sh. 63/6 41/9 235 | Nil 
Paraguay C entral 274 3.7.37 $5, 588,000 + "$2, 695,000 1 $1,487,000 $1,639,000 — $152,000 Pr.Li.Stk. 85 71 8019 7716 
Peruvian Corporation 1,059 June, 1937 79,279 3,845 52 987,424 949,493 + 37,931 Pref. 15 9 ll Nil 
| Salvador 100 3.7.37 ¢11,975 ¢375 1 ¢5,132 ¢6,628 — ¢1,496 Pr.Li.Db. 18 16 2212 ~—sCNil 
| San Paulo 153} 4.7.37 42,533 + 9,572 | 27 878,828 789,722 | + 89,106 Ord. Stk. 986 6lg M1lg 5le 
| Taltal 164 June, 1937 3,115 1,105 52 41,035 42,725 | — 1,690 Ord. Sh. 11539, 14/- 11g | 8% 
| United of Havana 1,353 10.7.37 18,382 + 2,689 2 26,082 25,319 763 Ord. Stk. Bly 3 Nil 
Uruguay Northern 73 May, 1937 725 — 87 48 10,860 9139 + 1,721 Deb. Stk. 5 3 9 Nil 
= {Canadian National 23,773 7.7.37 701,422 + 58,999 27 19,700,685 17,734,709 + 1,965,976 —_ — _— a _ 
a} Canadian Northern —- _ _ _— -- — _— —4p.c. Perp. Dbs. 76 51 69 51546 
« Grand Trunk _ _ =- - _— _ _ _ 4p.c.Gar. 10434 9954 99le 4 
© | Canadian Pacific 17,228 7.7.37 527,400 18,800 27 13,885,100 12,955,000 | + 930,400 Ord. Stk. 1634 1015;6) 12 Nil 
Assam Bengal 1,329 20.6.37 36,292 + 1,126 12 285,591 275,543 + 10,048 Ord. Stk. 8734 8214 7519 4 
| Barsi Light 202 20.6.37 2,460 — 285 12 27,487 27,832 | — 345  Ord.Sh. | 771g | 65lp | 47. | 105, 
| Bengal & North Western 2,111 20.6.37 80,076 + 6,728 12 733,477 682,094 + 51,383 Ord. Stk. 319 2925, | 303 51516 
‘= | Bengal Dooars & Extension 16 30.6.37 4,448 824 13 30;748 29/886 862 Zz 12719 | 118 9719 354 
3 Bengal-Nagpur 3,268 20.6.37 186,450 + 17,262 12 1,628,950 | 1,485,031 + 143,919 a 104 10014 | 90lo 4716 
£ | Bombay, Baroda & Cl. India 3,072 30.6.37 237,750 + 29,700 | 13 2,491,725 2,314,650 | + 177,075 a 114 11012 | 1111, 533 
| Madras & Southern Mahratta 3,229 20.6.37 155,025 3,195 | 12 1,353,000 1,348,193 + 4,807 sid 116l2 10812 | 10819 73 
} Rohilkund & Kumaon 572 20.6.37 15,171 105 12 142,577 146,723 — 4,146 i 311 286 303 51516 
South Indian 2,5313 20.6.37 110,830 1,870 | 12 939,991 941,074 1,083 = 1071z | 10253 10019 | 5} 
Beira-Umtali 204 ~=Aopr., 1937 82,745 + 22,033 , 31 501,230 442,973 + 58,257 7 — — oe a 
| Egyptian Delta ‘ 620 10.6.37 6,234 + 616 10 43,418 39,590 + 3,828 | Prf. Sh. 214 15g 13g Nil 
| Great Southern of Spain — _ —_— — = mee om ee Inc. Deb. 11g lg 3lp__—ONil 
| Kenya & Uganda 625 May, 1937 216,935 — 20,539 22 1,334,126 1,229,899 + 104,227 — — — —_ — 
5 | Manila “a — _ oo ~- _ _ — B. Deb. 5012 37 45 734 
J Midland of W. Australia 277 May, 1937 11,590 — 359 48 144,239 149,411 | — 5,172 Inc. Deb. 97 931g | 95 4346 
& | Nigerian 1,905 22.53.37 56,556 + 33,158 8 479,422 249,335 | + 230,087 ac can ia a = 
” | Rhodesia 2,451 Apr., 1937 410,583 + 130,476 31 2,520,488 006,253 + 514,235 4p.c.Db. 107 10312 1071, 334 
South Africa 13,263 19 6.37 650,034 | + 35,693 12 7,086,984 6,594,967 + 492,013 ae ac ct fi pe 
| Victoria 4,728 Nov., 1936 868,988 + 45,953 21 3,995,540 3,959,297 + 36,243 _ _— _ _ 
| Zafra & Huelva 112 May., 1937 12,899 + 4,079 | 22 70,216 48,574 + 21,642 ise fea ne aie od 


receipts at the par rate of exchange 
The statements are based on the current rates of exchange and not on the par value. 
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